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Serious Effects of Unpunctuality 


NE of the best results to be hoped for from the recent 

agreement of the British main-line railways that enginemen 
should be instructed to take advantage of the increased 
maximum running speeds now allowed for the purpose of 
making up lost time, is a higher standard of time-keeping 
than prevailed in the earlier stages of the war, for unpunctu- 
ality must be put down as a serious drag on the war effort. 
To take a simple example: Suppose a night train from the 
north to be running late through the London suburban area 
at the morning rush hour, and so to cause delays to suburban 
trains. This, as is well-known by travellers on such lines, 
has been in the past an all-too-frequent occurrence, and may 
often involve the late arrival at their destinations of thousands 
of passengers, equivalent in the aggregate to the loss of many 
days’ work. But apart from the direct loss, a psychological 
deterioration is caused, partly by irritating the victims, who, 
in any event, can ill spare the wasted time, and partly perhaps 
because the more conscientious will have started from their 
homes earlier than would be necessary were they able to rely 
upon punctual arrival at their place of work. If, as often 
happens nowadays, work has delayed their return home late 
the night before, they will have been robbed of some of their 
leisure time, important for their general well-being in con- 
ditions of stress. When it is considered that such deleterious 
effects may be the result of failure on the part of a single 
engine crew to regain a few minutes of lost time, the import- 
ance of the new ruling becomes obvious. 


* * * * 
Safe Working Maintained in 1940 

Sir Alan Mount’s annual report for 1940 shows that the 
railways have maintained their high level of safe working in 
spite of growing wartime difficulties. Train accident fatalities 
rose, it is true, principally as a result of the Norton Fitzwarren 
derailment (27 deaths) which, like that at Wembley (11 deaths), 
was a most unfortunate case ; but the year passed with very 
few train accidents proper, only six being subjects of formal 
inquiry, including a locomotive boiler explosion, recorded for 
casualties under ‘“‘ movement ”’ accidents, in accordance with 
a wartime change in classification. There was no serious level- 
crossing collision such as that at Hilgay in 1939. It is regret- 
able that there should have been a rise in shunting accident 
fatalities, and that want of care should continue to contribute 
much, not only to them but also to casualties sustained by 
men walking or standing on the line on duty, or proceeding to 
and from work. The views expressed on this problem last 
year by Sir Alan Mount still call for serious consideration. 
Blackout conditions have appreciably contributed to the 
accidents in a number of instances ; indeed, it is remarkable 
they have not done so far more. The passenger continues to 
travel as safely as ever, and owes much to the care with which 


railwaymen are serving him in trying circumstances, 
* * * * 
Reorganisation of C.M.E.’s Department, L.N.E.R. 


A number of important changes in the organisation of the 
Chief Mechanical Engineer’s Department of the L.N.E.R. 
have been completed since the appointments, recorded in 
THe Rat~tway Gazette of May 2, of Mr. Edward Thompson 
as Chief Mechanical Engineer, and Mr. H. W. H. Richards as 
Chief Electrical Engineer, in succession to the late Sir Nigel 
Gresley. The headquarter offices of the C.M.E.’s Department, 
as was reported in our issue of May 9, are being transferred from 
London to Doncaster, and this move will be effective from 
July 1. A new post has been created, that of Assistant Chief 
Mechanical Engineer, to fill which Mr. A. H. Peppercorn has 
been appointed. He will be responsible for the work of the 
department in the event of Mr. Thompson’s temporary 
absence, and will also act as Mechanical Engineer, Doncaster, 
with control also of the carriage and wagon works at York ; 
he will supervise all outdoor carriage and wagon work on the 
Great Northern Section as well as on the Great Central Section 
between Sheffield and London. Under the new organisation 
there are five Mechanical Engineers, placed at Doncaster, 
Stratford, Cowlairs, Darlington, and Gorton, The various 
changes in personnel which are involved in the reorganisation 
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are recorded in our Personal section. In the Chief Mechanical 
Engineer’s Department Mr. E. Windle has been appointed 
Chief Draughtsman with charge of the Locomotive, Carriage 
& Wagon Drawing Office. 

. * * * 


Canadian National Railways 


Results in summary of the Canadian National Railways 
were given on pages 465-6 of our issue of April 25. Details 
subsequently received show that the gross receipts in 1940 
totalled $247,527,224, an increase of $43,707,038 over the 
corresponding figure for 1939. Working expenses amounted 
to $202,519,813, a figure in excess of that for 1939 by 
$19,554,004. The 1940 net operating revenue was thus 
$45,007,411 ; of which sum, after the deduction of $11,532,968 
for profit and loss requirements, $33,474,443 were available for 
interest payments. Interest charges due were $48,701,523 
on funded debt held by the public, and $1,737,963 on Govern- 
ment loans, or $50,439,487 in all, so that the deficit on interest 
payments was $16,965,044, an improvement of $23,130,475 
as compared with the 1939 figure. Both freight and passengers 
contributed higher revenues—to the extent of $34,307,000 
and $3,885,000 respectively—than those of the previous year, 
results accounted for largely by the ever-expanding movement 
of supplies of all kinds from the mines, forests, and farms of 
Canada for war purposes, and of men for training and active 
service. All things considered, a rise of only 10-7 per cent. 
in working costs was very satisfactory, and there was clear 
proof that adequate equipment and maintenance were standing 
up well to the unusual strain, and providing an efficient trans- 
portation service for the successful prosecution of the war. 


* * * * 


Brighton Line Financial Crisis Recalled 


A critical period in the affairs of the former London, Brighton 
& South Coast Railway Company is recalled by the recent 
passing of Mr. Henry Rudolf Laing, a son of Samuel Laing, 
the famous railway chairman, who rescued the Brighton 
Railway from the financial morass into which it had fallen. 
Samuel Laing had two separate innings of chairmanship, 
being Chairman of the L.B. & S.C.R. for terms of 7 and 29 
years, respectively—from 1848 to 1855 and from 1867 to 
1896. To his wise and prudent policy and guidance were 
due the stability and prosperity which the L.B. & S.C.R. 
enjoyed for the fifty odd years before railway grouping. The 
current issue of the Southern Railway Magazine in referring to 
this matter remarks that after Samuel Laing left the board in 
1855, the affairs of the company deteriorated to such an 
extent that an investigation into its affairs had to be made 
by a committee of proprietors, which found that the board 
then in office had produced a financial position requiring 
drastic remedies. Samuel Laing was recalled from his retire- 
ment to take over the chairmanship again, and, as a result 
of his labour and skill, the financial difficulties were overcome. 
During his second period of chairmanship, the number of 
passengers carried per annum increased from 17,000,000 to 
48,000,000, the gross revenue from £1,200,000 to £2,650,000, 
nd the dividend on the ordinary stock from nothing to 


per cent. 
* * * * 


The American Winter Speed-up 

The extraordinary progress in American speed is rapidly 
becoming an all-the-year-round phenomenon. During the 
past winter the putting into service of new streamline trains 
has added to the timetables 219 more runs timed at 60 m.p.h. 
and over, with a total length of 11,468 miles, bringing the 
aggregate daily mile-a-minute mileage in the United States 
up to no less than 81,391 miles. Of the latest additions, 
5,008 miles are with diesel power, 4,133 miles with steam, 
and 2,327 miles with electricity. The principal advance has 
been on the routes connecting the great cities of the Eastern 
States and Chicago with the health resorts of Florida; the 
Atlantic Coast Line Railroad has alone added 3,099 miles, 
the Seaboard Air Line Railway 1,776 miles, and the Pennsyl- 
vania 1,749 miles. New competition between the Burlington 
and the Milwaukee companies for the Chicago—Omaha traffic 
has increased the former’s list by 1,209 miles and the latter’s 
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by 861 miles; the Milwaukee now has the distinction 
making 18 runs daily, with a total length of 1,018 miles, 
more than 70 m.p.h. from start to stop with steam pow 
six of them timed at more than 75 m.p.h., and one 
81 m.p.h. Another notable feat is that of the inter-urt 
Chicago, North Shore & Milwaukee Railroad; over its m 
line from Chicago to Milwaukee, of which barely 70 miles is 
suitable for fast running, with the assistance of the 
streamlined Electroliners, this enterprising line schedu! 


2,005 miles daily in short runs at 60 m.p.h. and over. 
*” 


97 per cent. Fast Freight Punctuality 


As with the passenger trains, the past decade has seen ; 
substantial acceleration of freight services in the U.S.A. 
typical example of modern American fast freight operation i 
train No. 39 of the Atchison, Topeka & Santa Fe RR., whi 
was inaugurated in December, 1939, to compete more effec- 
tively with road lorries between Chicago and Kansas City. 
It runs to a schedule of 134 hr. for the 451 miles between 
Corinth yard at Chicago, left at 6 p.m., and Argentine yard 
at Kansas City, reached at 7.30 the next morning. When 
first established, the weight of the train was limited to 26 
bogie freight cars, but has now been — to 50 cars, 
with a total weight of 1,600 tons; the overall speed of 33-3 
m.p.h., including all stops, requires maximum speeds up to 
65 m.p.h. Large 2-8-2 locomotives—capable of handling up 
to 4,000 tons on ordinary freight services over the same 
route—are used for this duty, and operate so efficiently that 
No. 39 has an “‘ on time ’’ record of 97 per cent. since it first 
began to run. In order to reach a maximum of effectiveness 
with this overnight freight service, the details of the waypbills 
are transmitted by teleprinter from Chicago to Kansas City, 
where a night-shift prepares the freight bills, so that the 
merchandise carried by the train can be delivered to the con- 
signees immediately on arrival. By this service, Chicago 
shippers are assured of delivery on the day after the Kansas 
City arrival at points as far south as Galveston and Houston, 
on the Gulf of Mexico. The close parallel between this train 
and the Illinois Central RR. fast freight No. MS1, as regards 
history, loading, and punctuality, may be noted from a 
paragraph on page 506 in our issue of November 15 last. 

e » * * 


First Class Only 


From time to time suggestions are made that railway 
accommodation should be of one class only, and for this 
purpose the abolition of first class is assumed. It was recently 
recorded in a London newspaper, in connection with the 
announcement that, as a measure of economy, the figure “‘ 3 ”’ 
is no longer being painted on Southern Railway third class 
compartment doors, that third class seats are now being 
provided with double cushions and that some first class com- 
partments are being converted into thirds. Thus the differ- 
ence between first and third tends to become obliterated, not 
by lowering the quality of first class accommodation to that 
of third, but by raising the latter. When a single class is 
suggested it would therefore seem to be more logical to talk 
about the abolition of third class, and this may well become a 
practical proposition after the war, when the forces of destruc- 
tion are released for the purposes of peace. So great will then 
be the productive capacity of our industries that the striving 
for quality will far out-distance any problem of quantity, and 
the tendency will be to make everything first class and reject 
what falls short of that category. 

* * * * 
Can the Locomotive be Further Improved ? 


When the various measures that have been taken to im- 
prove the design and performance of steam locomotives are 
reviewed, a first thought may naturally be that something 
near perfection has, or should have, been achieved. Short 
of adopting revolutionary ideas, aiming at the supersession 
of fundamental principles, which could only result in the 
creation of a metamorphosed locomotive, differing in essen- 
tials from its present form, such as altering the method of 
transmitting motion to the wheels, using a totally different 
style of boiler, and so on, it can be said that there is no 
aspect of locomotive design and operation which has not been 
made the subject of intensive study with a view to effecting 
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improvements. Steam pressure has been raised and the feed 
water has undergone processes of treatment for the purpose of 
removing impurities which harm the boiler. The methods of 
feeding the water to the boiler and the apparatus used have 
been given their share of attention and rendered more 
efficient. Firebox design has gone ahead, and the use of 
thermic syphons and other means of improving water circu- 
lation have been adopted, whilst measures have been taken 
to facilitate the transference of the coal from the tender to 
the firebox. Cylinders, valve motions, and front end design 
have been improved, and efforts to reduce internal friction 
and the effects of wind pressure are met by the use respec- 
tively of anti-friction bearings and streamlining. Research in 
the metallurgical field has played its part and much has been 
done to improve equipment so that the modern locomotive, 
in principle, is a highly developed machine with much to be 
said in its favour, although leaving a good deal more to be 
done before finality, whatever that term may imply, has 
n reached. 
* * * * 


Important Development of Structural Design 

[he application to design of the plastic theory was discussed 
in connection with a paper on the subject presented recently 
to the North East Coast Institution of Engineers & Ship- 
builders at Newcastle-on-Tyne by Professor J. F. Baker and 
Mr. J. W. Roderick. Steel-frame structures have always been 
designed in accordance with the well-known working stress 
method in which it is tacitly assumed that the structure will 
become unsafe as soon as the stress at any point within it 
attains the yield value of the material. This is justified for a 
pin-jointed structure, since collapse takes place comparatively 
soon after yielding begins; but if the connections are rigid, 
the first signs of yield do not indicate imminent collapse of the 
structure. Collapse is, in fact, considerably delayed. With 
the object of producing eventually more rational methods of 
design for steel-frame structures with fixed connections, model 
beams and frames have been tested to determine their true 
strength. Thus it has been possible to show that a beam, 
restrained at its ends, is able to carry more load before 
collapse takes place than it would if it were in the simply 
supported condition. Moreover, with this restraint, the load 
required to produce collapse will generally be considerably 
greater than that required to produce the first signs of yield. 
Hence, if design is based upon collapse load rather than that 
on yield stress, as is at present conventional, a marked 
economy in material should result. The present importance 
of the researches of Professor Baker and Mr. Roderick is there- 
fore obvious. 


No Careless Talk 

It is very noticeable that the railway stations which are 
most guarded about their identities are those of which the 
names, even if displayed, convey least to the average travel- 
ling Briton. Places with some architectural or other feature 
made familiar on millions of picture postcards before the 
war, probably feel that further concealment is useless and 
willingly conform to the current and less severe regulations 
governing the erection of signboards. It is the rural station 
on a branch or cross-country line that still tends to hug its 
secret most closely. We can think of several such, all of an 
architectural simplicity making them as similar as peas in a 
pod, where the traveller’s eye roves distractedly but in vain 
over seat-backs, fire-buckets, and even lamp standards to 
discover their names, although in justice it must be admitted 
that keen sight can usually discover what is required, partly 
effaced, in the last-named position. We used to think this 
was because a supply of the approved printed notices had 
not reached these places, and usually by lowering the window 
and protruding the head in good time it was possible to 
hear the identity announced when the train drew up. How- 
ever, it is clear that strategic considerations occur as well, for 
the other day we heard one of these stations surprisingly 
nnounced simply as ‘‘ Next stop ”’ Thus the infor- 
mation required by the majority of us on board the train was 
idequately given without compromising the politic incognito 
{ the hamlet which the station served. 
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The African Standard Gauge 


PERHAPS the final act of the gauge question so far as South 
Africa is concerned was staged at the Southern Africa 
Transport Conference held at Johannesburg in 1936, at which 
were present representatives from Angola, the Belgian Congo, 
Kenya, Uganda, Tanganyika, Madagascar, Nyasaland, 
Mocgambique, Southern and Northern Rhodesia, the British 
Protectorates, and the Union of South Africa. The delegates 
were agreed upon the economic necessity for all lines of 
importance in the southern portion of the African continent 
being of a uniform gauge and the following resolution, probably 
the most important taken at the conference, was unanimously 
adopted: Resolved that the most suitable railway gauge for 
South African conditions, physically and financially, is the 
3 ft. 6 in. gauge, and it is recommended that where practicable 
this should be kept in view by the various administrations 
concerned, particularly in designing such matters as new rolling 
stock and sleepers in such a manner that they can be subse- 
quently adjusted to permit of use in connection with 3 ft. 6 in. 
gauge railways. The following details show the preponderance 
of the 3 ft. 6 in. gauge in the area of the African continent 
south of the equator :— 


3 ft. 6 in. gauge Sas ne 15,179 miles 
3 fe. 3 in. gauge (metre) ... een ids ‘i 2,714 ,, 
2 ft. 6 in. gauge ae ate oe ae io 250 ,, 
2 ft. gauge ... - Sai 1,166 ,, 


The 2-ft. gauge is laid on lines of secondary importance. The 
3 ft. 33 in. gauge is at present the standard in Tanganyika and 
Uganda, but it is not improbable that it will be converted to 
the 3 ft. 6 in. gauge as soon as the time for the change is 
propitious. 

In 1854 a company was formed at Cape Town for the 
purpose of constructing a railway, but it was some five years 
later, on March 31, 1859, that the first sod of the Cape Town- 
Wellington Railway was turned, and construction actually 
begun. This railway, which was built to the 4 ft. 84 in. gauge, 
was opened for public traffic to Eerste River on February 13, 
1862, to Stellenbosch on May 1, 1862, and to Wellington on 
November 4, 1863. The Cape Town—Wellington line had not 
even been begun, however, when the Government was 
inundated with requests for the construction of railways in 
various parts of the country, and grandiose schemes were 
mooted. Legislative authority was given in 1861 for the 
extension of the Wellington line to Worcester and the con- 
struction of a branch line to Malmesbury, but nothing was 
done in connection with the Act then passed beyond the 
execution of some heavy cuttings in Tulbagh Kloof, which 
were undertaken for the purpose of providing employment for 
a number of labourers who had been specially brought to the 
country for railway construction, and were thrown out of 
work when the Wellington line was completed. In 1873, 
consequent upon the boom resulting from the discovery of 
diamonds, the Colony was encouraged to buy the private line 
from Cape Town to Wellington and to press forward the work 
of railway construction on a great scale. Act 13 of that year 
provided, inter alia, for the line from Wellington to Worcester 
of 64 miles length, at a cost of £315,000, and in the next year 
Parliament gave authority for the further extension of this 
line to Beaufort West, a distance of 229 miles from Worcester, 
at a cost not exceeding £1,390,000. 

In 1871, the Civil Engineer for the Colony, Mr. M. R. 
Robinson, having regard to the generally unsatisfactory 
economic position of the country, strongly advocated the 
adoption of a main line of 3 ft. 3 in. or 3 ft. 6 in. gauge, and 
tendered voluminous evidence gleaned from all parts of the 
world on the subject of a suitable gauge for a country such 
as the Cape Colony. The evidence was somewhat conflicting, 
and different views on the subject were held by prominent men 
in the Colony. In a minute dated July 29, 1871, to the 
House of Assembly, the Governor (Sir Henry Barkley) 
requested that the House give its attention to the suggestion 
that the gauge of a line to be constructed between Port 
Elizabeth and Zwartkops River, and of all new lines, be fixed 
at3ft.6in. Strong views were expressed as to the expediency 
of constructing a main line in the Colony of so narrow a gauge, 
and it was finally carried that “ the gauge for new main lines 
should be not less than 3 ft. 6 in.’’ It was therefore left to 
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the Government, subject to this limitation, to decide upon 
the gauge to be adopted, and, having regard to the existing 
economic condition of the Colony and the paucity of traffic 
that was offering, it is not surprising that those responsible for 
the decision decided to adopt the minimum gauge that 
Parliament allowed, in order to cheapen the cost of constructing 
hundreds of miles of railway through country where there was 
no immediate and little future possibility of traffic. This 
briefly is how the 3 ft. 6 in. gauge came to be adopted as the 
main-line standard in South Africa, and, whatever may be 
said today concerning any supposed short-comings as com- 
pared with broader gauges in other countries, it must be 
admitted that the construction of railways throughout South 
Africa to this standard has obviated many of the serious 
drawbacks that varying gauges in other countries have 
presented. 

The Cape Town to Wellington (via Stellenbosch), the Wyn- 
berg to Salt River, and the Table Bay Docks lines had been 
built to the 4 ft. 84 in. gauge, but the extension of the main 
line beyond Wellington was 3 ft. 6 in. On September 14, 
1876, a loop line of 3 ft. 6 in. was opened between Durban 
Road (now Bellville) and Muldersvlei (Klapmuts), and, to 
prevent the isolation of this section, a third rail was laid 
between Muldersvlei and Wellington which enabled 3 ft. 6 in. 
locomotives and rolling stock to run between Durban Road 
and Wellington. The broad-gauge rail was then lifted and 
relaid as a third rail at 3 ft. 6 in. gauge between Cape Town 
and Wellington; 3 ft. 6 in. gauge stock could then run from 
Cape Town to Wellington via Kraaifontein, and 4 ft. 84 in. 
gauge stock from Cape Town to Muldersvlei via Stellenbosch. 
In 1878 a commission appointed by the Governor to investigate 
railway matters reported that “‘ it would be a great advantage 
in the working of the Western system generally if the broad- 
gauge rails on the line between Salt River and Bellville were 
removed and the narrow were substituted for the broad gauge 
between Bellville and Muldersvlei via Stellenbosch.’’ The 
proposed change in gauge was effected on the Stellenbosch 
branch in 1880, and in the same year a third rail was laid to 
the 3 ft. 6 in. gauge on the Wynberg line. The broad gauge 
in South Africa came to an end with the lifting of the third 
(4 ft. 8} in.) gauge rail on the Wynberg line in 1881. The 
lines between Point and Durban (opened in 1860) and between 
Durban and Umgeni (opened 1867)—only 6 miles in all— 
were also built to the 4 ft. 84 in. gauge, but, when the Natal 
Parliament in 1875 authorised the Durban—Pinetown and 
Umgeni—Avoca extensions on the 3 ft. 6 in. gauge, adopting 
the policy of the Cape Colony, the original sections were at 
once converted to the narrower gauge, which thus became the 
standard gauge of the Natal Government Railways. As a 
matter of general interest, it may be mentioned that all the 
tramways in South Africa are of 4 ft. 8} in. gauge. For many 
of the foregoing particulars we are indebted to an informative 
article entitled ‘‘ The Battle of the Gauges ’’ which appeared 
recently in the South African Railways & Harbours Magazine. 


Preparing the Track for High Speed 


PPHE Burlington Zephyrs were the earliest of the high-speed 
diesel trains in America, and, in fact, may be said to 
have set the fashion which has since spreas throughout the 
U.S.A. <A paper presented to the New England Railroad 
Club recently by Mr. H. R. Clarke, Engineer, Maintenance 
Way, Chicago, Burlington & Quincy Railroad, on ‘ What 
High-Speed Service Means to the Track Man,”’ is, therefore, 
of special interest. When the Zephyr service was established 
certain speed limits for particular curves were laid down. 
For example, 90 m.p.h. was permitted over a 1-deg. curve 
(5,730-ft. radius) with 2}-in. superelevation, and the same 
speed, with 5-in. superelevation, was permitted over a 1-deg. 
30-min. curve (3,820-ft. radius). Over a 4-deg. (1,432-ft.) 
curve, with 5-in. superelevation, 55 m.p.h. was permitted. 
While these speeds gave an ample factor of safety, it was 
soon found that speeds higher than 90 m.p.h. had to be 
allowed in order to overcome out-of-course delays, so as to 
permit the trains to run punctually. For speeds between 90 
and 100 m.p.h. it was found that to assure comfort for 
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the passengers the length of the transition curves was quite 
as important as superelevation, and that vertical as well as 
horizontal curves had to be studied. In the early days of the 
high-speed trains no attempt was made to gain the whole 
of the superelevation in the transition, and some of it was 
made on the tangent. This practice gave rise to undesirable 
lurching at the ends of the curves, and it was therefore decided 
to lengthen the transitions as might be necessary so that the 
gain in superelevation should occur entirely within their 
length. 

Since any curve sharper than 1 deg. 30 min. necessitated 
a speed restriction, and as acceleration was slow above 
80 m.p.h., the presence of 2-deg. (2,865-ft.) curves every few 
miles meant practically an 80-m.p.h. limit. Experience 
showed also that when a train had attained a speed of 
90 m.p.h. great will-power was required on the part of the 
motorman to reduce the speed to 80 m.p.h. for a 2-deg. 
curve, when he knew that 90 m.p.h. was safe, though perhaps 
uncomfortable, and that it required several miles and minutes 
to regain that speed. Consequently, the restrictions were 
often exceeded, and this led to a decision to reduce all curves 
to 1 deg. where this could be done at reasonable cost, elimi- 
nating first isolated restrictions—.e., occasional curves 
sharper than 1 deg. 30 min.—in what was otherwise 90 m.p.h. 
territory. This programme was consistently followed, and, 
as a result, the Burlington now has many stretches of 50 
miles or more where speeds need not be reduced. As part 
of the programme of reducing delays and raising speed 
restrictions, longer turnouts were installed at the ends of 
double lines and at frequently-used crossovers. The standard 
turnout for such situations embodies a No. 20 crossing and 
30-ft. curved switches, over which the permissible speed is 
50 m.p.h. The standards now established on the Burlington 
lines allow 100 m.p.h. on 1-deg., 30-min., and 20-min. 
curves, with 34-in., 1}-in., and 1}-in. superelevation respec- 
tively, and 400-ft., 200-ft., and 150-ft. lengths of transitions. 
Ninety m.p.h. is permitted over 1-deg. 30-min. curves with a 
5-in. superelevation and 500-ft. transitions. Over a 4-deg. 
curve with 5-in. superelevation and 300-ft. transitions 
55 m.p.h. is permitted. 

As two short checks to 50 m.p.h. for permanent way work 
in a distance of several hundred miles was found to make 
punctuality difficult under the arduous schedules now in 
operation, it became necessary for the Maintenance of Way 
Department to revise its methods and tighten up its super- 
vision to ensure that no speed checks were imposed unless 
they were absolutely necessary. It was also arranged that 
where restrictions were required the limit should be made 
as high as was consistent with safety. Although in some 
instances this increases the cost of the work, it has been 
found that careful planning can often almost offset this extra 
cost. In regard to the extent to which maintenance costs are 
increased by the operation of high-speed schedules, Mr. 
Clarke observed that no very large expenditures were neces- 
sary anywhere, and once the condition of the track had been 
brought to the new standard required, it had not been found 
that maintaining it for a speed of 100 m.p.h. was particu- 
larly difficult. That did not mean that it was not more 
expensive to keep track in shape for this speed than for 
speeds of 60 m.p.h. It was more expensive, but once the 
necessary standard was attained, the additional cost was not 
found to be excessive. Sleepers have to be maintained to a 
more uniform condition; very little rail end batter can be 
allowed; the condition of joints must be very good; and line 
and level must be nearly perfect. While expenses are natur- 
ally increased by the maintenance of this higher standard, 
much future expenditure is often prevented, so that the total 
over a period of time would not be increased greatly. 








Home Grown Railway Sleepers 

In view of the present urgent demand for railway sleepers 
and crossing timbers all producers have been asked to co- 
operate in offering the maximum quantity possible. Arrange- 
ments have been made for the railway companies and 
merchants to assist producers in the prompt disposal of all 
quantities produced. Details were given in our Contracts 
and Tenders section last week at page 667. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Compulsory Nominated Loading 
May 8 

To THE EDITOR OF THE RaILWay GAZETTE 
Srr,—In your issue of April 25 you were good enough 
to include my short letter suggesting the re-introduction of 
the allocation of traffic system which was in operation on 
the British railways during the last war. I have since learned 
that it has been decided by the railway companies to adopt 
what is termed a ‘‘ compulsory nominated loading arrange- 
ment ’’ in connection with the despatch of consignments of 
merchandise traffic, other than perishables, when under one 
ton in weight. The main features in the arrangement are :— 
(1) That a nominated service will be given on not less than two days a week; 
and (2) Where more than one company in a town accept traffic for despatch to a 


common destination they should, whenever possible, arrange for traffic 
to be conveyed in full wagon loads by one company’s route. 


Dealing first with item (1), it is a foregone certainty that 
a twice-weekly service for the despatch of merchandise traffic 
other than perishables will not appeal to traders, and will 
not meet their requirements. One can easily imagine how it 
will upset traders’ arrangements to have to attend to orders 
for a particular place or district on two or three days of the 
week only, or store their completed orders for these places 
until the nominated day of despatch comes round. It is 
equally certain that such a system will result in later 
deliveries of rail-borne traffic throughout Britain. Further- 
more, if consignments of one ton or slightly over that weight 
are to be accepted and loaded direct it will result in many 
wagons being used uneconomically, will represent a depar- 
ture from the present aim of the companies to have wagons 
loaded as near to capacity as possible, and will assuredly 
not assist in easing the present wagon and sheet shortage. 

A nominated loading arrangement for the despatch of mer- 
chandise to particular destinations was in operation at many 
stations prior to the outbreak of war but it has since broken 
down to a considerable extent due to various reasons—e.g., 
alterations in the flow of traffic—but particularly because of 
the more extended time now occupied in transit and also of 
the periodical imposition of restrictions on the forwarding of 
traffic to so many places or by certain routes. A previous 
ittempt, since the outbreak of war, to increase the despatch 
of traffic under the nominated loading system was 
unsuccessful. 

Then how is it intended under the proposed arrangement 
to give to perishable, “‘ priority,’’ and Government traffics 
in less than full loads the quick transit which such traffics 
demand, seeing these small consignments will be subjected 
to at least one and possibly more transhipments on their 
journey if it is necessary to despatch them on a day other 
than that on which the nominated wagon is listed to leave? 
Many perishable traffics cannot be held for several days in 
the senders’ premises awaiting the nominated despatch day, 
and ‘‘ priority ’’’ and Government consignments are always 
extremely urgent and cannot be thus held back and delayed 
in arriving at their destinations. 

I understand that where traffic has still to be forwarded 
for transhipment the flow of traffic from zone stations into 
the tranship station is to be nominated as far as possible to 
connect with the forward loadings in force at the tranship 
station. Any experienced railwayman knows that, especially 
under present conditions, this is not practicable and that it 
would result in a large volume of miscellaneous consignments 
of traffic arriving at tranship stations too late for the nomi- 
nated wagons, thereby necessitating the traffic remaining on 
hand in the tranship station until the next nominated wagon 
is due to leave, possibly two or three days later. 

Dealing now with heading (2), the words ‘‘ whenever 
possible ’’ leave the door open for a continuance of the 
present practice of traffic to a particular destination being 
forwarded from the stations of two companies in one town 
or even from two stations of one company in a town. 

The proposed compulsory nominated loading arrangement 
will involve the railway companies in the preparation of 
voluminous lists of destinations and showing against each 


the company and station at and the day on which the traffic 
is to be handed in fér despatch, and this is certain to result 
in loss of time to traders, carters, and others in consulting 
these lists. It will also involve the railway companies in 
very considerable research in order to ascertain what nomi- 
nated wagons will be justified, and in this connection it 
should not be overlooked that the flow of traffic is con- 
tinually changing: consequently, the nominated loading 
arrangements laid down at the outset cannot by any means 
be looked upon as permanent. 

Why not re-introduce instead the much less complicated 
allocation of traffic system which, it was agreed by those 
best qualified to judge, was one of the finest pieces of legis- 
lation brought into operation during the last war and which 
worked smoothly from its inception until the railways were 
decontrolled? One is compelled again to ask, as I did in my 
previous letter, is it because those now in authority have no 
knowledge of the advantages which that system provided and 
of how it solved many difficulties? 

As stated in my previous letter the allocation of traffic 
system makes available a large supply of wagons and sheets 
to meet the present shortage; gives more direct and therefore 
less tranship loading, and, as a natural sequence, fewer errors 
in loading; fills wagons nearer to their capacity; eliminates a 
vast amount of shunting; enables long distance through 
trains to be made up; and, in these days of inexperienced 
loading staffs, calls upon such staffs to make themselves 
acquainted with only the portion of the country to which 
they have to load traffic. All the advantages claimed for the 
proposed compulsory nominated loading scheme—with none 
of its disadvantages—are obtainable under the allocation 
scheme, and other advantages besides—one being that the 
railway companies will accept traffic for any destination on 
any working day of the week and forward it on the day it is 
handed in. Another is that, having fewer destinations to 
consider, it is much easier for the forwarding station 
to plan the best loading on those occasions that tranship- 
ment en voute will be necessary, either for small consign- 
ments of perishable, ‘‘ priority,’’ or Government traffic, or 
for ordinary small consignments of merchandise. Again, 
under the allocation of traffic system the most direct route 
is the route travelled in every instance, whereas under the 
proposed nominated scheme the shortest route is not neces- 
sarily the one over which the nominated wagons will pass. 

Finally, under the allocation of traffic system there is no 
necessity for the issue of an Order by the Ministry of 
Transport or for the use of the horrid word ‘‘ compulsory.”’ 

‘* PUZZLED ”’ 


Exhibition of London Maps 


604, Green Lane, Northwood, 
Middlesex, June 11 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sir,—Among the maps that are being exhibited at the 
Royal Institute of British Architects is one published by 
Crutchley in 1835, which is believed to show a proposed 
circular railway running round London at a distance of about 
34 miles from St. Paul’s. Besides the description given at the 
Exhibition, there have been allusions to the proposed railway 
in the press, which your readers may have seen. The circular 
line is shown very clearly on the map, but its object is to 
indicate not a proposed railway, but the limit of the twopenny 
post delivery. I have compared Crutchley’s map with one 
which I have, published by Cary in 1835, “‘ by the authority 
of the Postmaster General,’’ and find the circular line shown 
in the same position, but Cary prints the explanation : ‘‘ Note. 
The coloured circle is the boundary of the twopenny post 
delivery. Hackney coachmen are allowed by the new Act of 
Parliament to charge back fares from all places outside the 
same circle.’’ Yours faithfully, 

REGINALD B, FELLOWS 






























































When digging a trench in the vicinity 
of the goods yard at Piercebridge 
station, on the L.N.E.R., near Darling 
ton, recently, railway workers un- 
earthed human remains, believed to be 
the skeletons of two Roman soldiers. 
The finding was reported to the 
Coroner, Mr. J. E. Brown-Humes, who 
does not propose to hold an inquest.— 
From the ‘“* Newcastle Journal.’’ 


* * * * 


ROADS TO THE RAILWAYS 

WIMBORNE.—The bill for making a 
new turnpike road from Wimborne to 
Dorchester having passed, the solicitors, 
Messrs. E. & C. Castleman, are taking 
active steps under the directions of the 
trustees for the immediate commence- 
ment of the undertaking, the completion 
of which is looked forward to by the 
inhabitants of this place with much 
anxiety, as the general opinion is that 
it will be a work of great public utility, 
the travelling on the line of road from 
London through Wimborne having very 
much increased since the opening of the 
railway to Southampton.—From “ The 
Western Gazette’’ a hundred vears ago. 


hel * * > 


A CHAPEL AT EVERY STATION 

The first railway in Italy, between 
Naples and Portici, 7 km. (4-35 miles), 
was opened on October 3, 1839. The 
stations were well-built brick structures, 
of superior construction compared with 
the stations on other early railways, a 
peculiar feature of them being that each 
had a chapel, to ‘‘atford travellers and 
opportunity of hearing Mass,”’ 
according to an account published at 
the time of the centenary celebrations 
in 1939. This custom was generally 
observed for some time in the Neapo- 
litan territory, but was eventually aban- 
doned. The handsome main-line station 
of Rome-Termini has, however, a chapel 
dedicated to the patron saint of Italy, 
St. Catharine of Siena. 


staft the 


* * ” - 


then we came down Canadian 
National to Cobourg to turn over to 
the C.P.R. and outside a very amazing 
incident happened \ young 
paper girl there had wangled an extra 
point of vantage and was standing on 
top of a culvert. And the Royal coach 
did stop there, and she was so excited 
she fell over backwards We well- 
trained first-aiders rushed out and 
found she had some trouble with her 
leg, and we carried her on a temporary 
tretcher into the baggage car, where 
the King’s surgeon, a very charming 
fellow, found she had broken her ankle. 
She was carried 3 miles to the station. 
I am told she told her editor that any 
time she could have a ride on the Royal 
train for three miles, and have the King’s 
surgeon fix her ankle, she was willing 
to break another leg !—From an ad- 
dress entitled ‘‘ Through the Windows 
of the Royal Train,’’ recently given by 
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Mr. J. M. Hay, Assistant Vice-President 
of the Bell Telephone Company of 
Canada, Montreal, before the Canadian 
Railway Club, and quoted in the Great 
Western Railway Magazine. 


* * . 
The American Bell Telephone Com- 
pany 95, Milk Street, Boston, Mass. 


This company owns the Letters Patent 
granted to Alexander Graham Bell, 
March 7, 1876, No. 174,465, and Janu- 
ary 30, 1877, No. 186,787. The trans- 
mission of speech by all known forms of 
electric speaking telephones infringes 
the right secured to this company by 
the above patents and renders each 
individual user of telephones not fur- 
nished by it or its licensees responsible 
for such unlawful use, and all the con- 
sequences thereof, and liable to suit 
therefore.—F vom an advertisement in the 
Scientific American” of April, 1891. 


About ten years “ago I called at the 
refreshment room in the Rhyl railway 
station for a cup of tea. As it was 
probable that I should have to do the 
same thing every week for some months 
to come I asked the elderly but active 
lady who served me whether the rooms 
would be open all winter. ‘‘ Oh, yes,”’ 
she replied, ‘‘I have been here for 
16 years, and I have never closed in 
winter yet. I took the place 16 years 
ago, but I didn’t tell them then how 
old I was.’’ Out of politeness, I said, 
‘‘ Didn’t you?’’ although it did not 
appear to me that that was of any 
great general interest. ‘“ 'No,”’ said 
the old lady, with an emphatic nod, 
‘‘ for I was 76 then.’’ I am not quick 
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Three-section cheap return ticket,C.W.R.. 
which includes admission to a cinema 


at figures, but 76 and 16 could make 
nothing but 92, and to be waited upon 
in a busy station refreshment room by 
a very brisk lady of 92 was a suffi- 
ciently uncommon experience. She 
was Mrs. Neville, who died last week, 
aged 101. I think she would have 
been 102 this coming summer. After 
that I saw a good deal of her during 
my weekly wait for the Denbigh train, 
and she really was a marvellous old 
lady. Her assistant she had usually 
sent home before the time of my train, 
and she would preside alone over the 
refreshment room. I never saw her fail 
or falter in attending to customers, 
and she always had plenty to talk 
about. One day she asked me whether 
I had heard the result of some by- 
election. I replied that I had not 
remembered anything about it. ‘‘Oh,”’ 
she said, ‘‘ I wouldn’t care to go on 
living if I didn’t take an interest in 
the things that go on about me. Here 
are the figures.’’ And she produced 
them. ‘‘ I can write a cheque without 
my glasses,’’ she once said, ‘‘ and I 
can read a cheque that I get even better 
than that!’’ She was, I believe, a 
Yorkshirewoman. She was certainly a 
personality.—Celt in the ‘‘ Liverpool 
Daily Post.’’ 





Memorial to George Westinghouse in Schenley Park, Pittsburgh. 
dedicated on October 6, 1930 


It was 
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OVERSEAS RAILWAY AFFAIRS 


From our special correspondents 
P ‘P 


VICTORIA 


Melbourne Suburban Traffic 


[In continuation of the part-summary 
of the Melbourne Suburban _ Traffic 
Committee’s recommendations pub- 
lished in these columns on May 23 last, 
we have now received some concluding 
notes.—Eb., R.G.]} 

After investigating a number of 
alternatives, including the underground 
route recommended by the Town Plan- 
ning Commission, the committee de- 
veloped a scheme for an underground 
city railway divided into two sections, 
the Flinders Street terminal being 
retained as the principal interchange 
point for passengers to and from new 
city stations. One section runs from 
Princes Bridge via Swanston and Drum- 
mond Streets and emerges to join the 
existing tracks between North Carlton 
and North Fitzroy. It has two city 
stations in the vicinity of Bourke and 
Victoria Streets, and three stations on 
the Drummond Street portion of the 
route. The other section, which leaves 
Flinders Street via Swanston Street, 
parallels the first section to Lonsdale 
Street and then turns westwards to 
join the existing Coburg line at North 
Melbourne. It has three city stations 
located between Bourke Street and 
North Melbourne. 


Flinders Street and Princes Bridge 
Interchange Platforms 

At the Flinders Street terminal, 
connections between the underground 
railway and the existing system would 
be provided at two new low-level plat- 
forms, one to be constructed at Princes 
3ridge and the other obliquely beneath 
the present platforms at Flinders Street. 
The former platform would serve Box 
Hill line trains, which would be regu- 
larly routed through to Reservoir via 
the Drummond Street section of the 
underground. The new platform at 
Flinders Street would serve St. Kilda 
and Port Melbourne trains, which would 
traverse the underground railway via 
the western loop and link up with the 
existing Coburg line at North Mel- 
bourne. Through services would thus 
operate between the St. Kilda, Port 
Melbourne and Coburg lines. Other 
new platforms are also provided for at 
Princes Bridge, one for traffic on the 
Clifton Hill group of lines and the other 
for country traffic. 

The scheme embodies subways at 
Flinders Street and Princes Bridge 
station exits, and provides for the 
extensive roofing over of the Jolimont 
yard in conjunction with future bridges 
which may be constructed by other 
authorities in extension of Russell 
Street and perhaps Spring Street. 

The lines which would be ultimately 
diverted to the underground city rail- 
ways now carry approximately one- 
third of the total suburban passenger 
traffic. The majority of passengers 








from these lines as well as large numbers 
from other lines would, no doubt, travel 
to the city stations which afford them 
the greatest convenience. This would 
substantially reduce the number of 
passengers using the crowded thorough- 
fares in the Flinders Street station area 
and greatly relieve the acute city street 
traffic problem. 

As previously mentioned, the cost 
of the scheme has been roughly esti- 
mated at £8,800,000. 


WESTERN AUSTRALIA 


Gale Demolishes Running Shed 

Recently, at the climax of a gale 
which had been blowing for some hours, 
the running shed at Midland Junction 
collapsed in ruins, burying five locomo- 
tives in the debris. Fortunately no one 
was injured, but employees working in 
the vicinity narrowly escaped. It has 
been decided to erect a new running 
shed—similar to the old one—on the 
site of the old shed, at an estimated cost 
of approximately £2,000, and the work 
is to begin shortly. The cost is charge- 
able to the Railway Departmental 
Accident and Fire Insurance Fund. 


ARGENTINA 


National Railway Pension Law 

The Argentine Government is to 
amend the National Railway Pension 
Law with a view to making the fund 
solvent. This was made known after 
the receipt of a note by the Minister of 
Public Works, Dr. Salvador Oria, from 
the board of directors, pointing out that 
unless prompt measures were taken, it 
would be necessary to suspend pay- 
ments. Cash in hand was insufficient to 
pay the March pensions, for which 
$6,500,000 were required, the National 
Bank, to which the fund already owed 
some 9,000,000 pesos, having declined 
to make further advances. 

At the end of 1939, the nominal 
capital of the fund amounted to some 
392,000,000 pesos. This included 41 
millions owing by the railways in respect 
of contributions which they cannot 
pay because of the fall in receipts ; 
another 63 millions represented house- 
building loans to employees, repayable 
over long periods. The balance of 288 
millions is in Government bonds which 
cannot be thrown suddenly on the 
market without creating a_ slump, 
besides affecting the Government’s 
borrowing powers. Moreover, as the 
Central Bank exercises a virtual con- 
trol over the bond market, the fund 
cannot dispose of its holdings without 
Government authorisation. The bonds 
sold to provide funds for the payment 
of pensions during 1940 amounted to 
25,000,000 pesos, and the sum required 
during the current year is estimated at 
$31,600,000. 

The directors’ note points out that 
suspension of payments would have an 
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unfortunate effect on the morale of 
contributing employees, besides causing 
hardship to pensioners themselves. 


Prompt Action Taken 

The immediate effect of the note 
was that the Acting President ot 
the Republic, Dr. Ramén S. Castillo, 
promptly issued the necessary authorisa 
tion to the directors of the fund, 
through the Ministry of Public Works, 
to dispose of a further 3,000,000 pesos 
of national bonds to meet the March 
pensions. This was succeeded by an 
announcement by the Minister of Public 
Works that legislation would be sub- 
mitted to Congress to amend the exist- 
ing Pension Law along the following 
lines :- 

(a) An increase in the contributions by 
both the companies and the employees. 
(N.B.—The companies are at present 
unable to meet their obligations to the 
fund under the existing regulations.) 

(b) The raising of the age limit for retire- 
ment on full pension. 

(c) The extension of the period of service 
required to qualify for a full pension. 

(dz) Invalid pensions to be granted only 
provisionally, and to be subject to yearly 
revision. 

(e) The amount of the pension to be 
computed in accordance with the average 
salary over a longer period than at present 
(probably ten years instead of five). 

The Minister has admitted that the 
Pension Law was passed without suffi- 
cient consideration of its actuarial 
provisions, which, it was pointed out 
at the time by experts, were funda- 
mentally unsound. 


SOUTH AFRICA 


Cape Eastern Main Line 
Improvements 

The Arnoldton—Fort Jackson sec- 
tion of the Cape Eastern Main Line 
Improvements scheme has now been 
completed and the deviations brought 
into use. The Egerton—Blaney section 
also is all but finished; the remodelling 
of Blaney yard is in hand. 

On the Blaney—Amabele section, 
involving nearly 12? miles of deviation 
work, about 75 per cent. of the banks 
and cuttings are complete, as well as 
four of the seven overbridges. The 
length from Amabele to Dohne should 
be opened almost at once now and 
involves about 14 miles of deviation. 


New Works in the Transvaal 

Near Pretoria the regrading of Her- 
cules yard is nearly finished; it is part 
of the Hercules—Koedoespoort new 
construction scheme to provide a Pre- 
toria avoiding line. |Germiston yard 
remodelling is also well advanced, and 
the new down yard is partly in service 
and all of it is complete and ready for 
opening. The new line from Crown to 
Langlaagte has been completed—except 
for the Baragwanath Road bridge—and 
opened. 





Boys’ Home Opened 
The new home for senior boys at 
Canada junction was formally opened 
by the Governor-General on January 14. 
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AXLE STRESSES—IV* 


A study of the bending moments in carrying and 
driving axles of locomotives and rolling stock 


By GEORGE W. McARD 


Motored Axles Driven by Spur Gears BENDING MOMENT AND coer eo lata FOR 
fe ; . “ AXLES WITH OUTS! BEARI 
HIS drive is peculiar to electric and diesel-electric 
traction, and is one that will be increasingly LOW SPEED VEHICLES WITH NOSE & AXLE HUNG MOTOR 


employed as the claims of these two types of power FOR LOAD ON MOTOR BEARINGS SEE FIC. 15 
unit are more fully recognised, and opportunities arise 
for their introduction on the various systems. The forces 
and loads coming on this axle are those due to :— 


‘W =BPAIL LOAD PER AXLE, TONS 
WI = LOAD PER JOURNAL, TONS 
W =LOAD OW CRANKPIN, TONS 
Wm= WT. 0F MOTOR, TONS 


(1) Main journal static loads. 

(2) Load transfer due to the overturning tendency. 

(3) Adhesion. 

(4) Twisting moment. 

(5) Braking. 

(6) Motor suspension bearing loads. 

Fig. 12 shows the method of treatment and the data 
necessary to obtain the various diagrams for bending 
moments, etc. In the figure referred to, diagrams for 


;BM STATIC LOAD — xL5 





Nos. 3, 4 and 5 have been omitted as not seriously affecting -BM moron w=, wm, LL, L3 
the result, but it is always desirable to give consideration 
, J m ind 
- - — -BM moror y= W EEL a1. 










* The third instalment appeared in the January 31 issue, p. 115 
(BM me | A ‘ 
W= STATIC LOAD ON JOURNAL, L Ray ic(b4+Ls) 
V sate Ue On JO = Fgx Li x(L4+L 5) 

Wm = wT. OF MOTOR, TONS L-L4 
| W1 = SPRING BORNE LOAD, TONS ~BM roorn Loan-Fgx “> —* L4 
W2= DEAD LOAD, TONS L3 
H1=0-4W1, Ons Rb ae: 4 L3 

H21=0-4W2 +BM Rb mMAx 


VERTICAL C. 6.8.08 SPRING H = Hirth 


BORNE LOA 
“Hyo-4Wi | Z = MODULUS OF SECTION 
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> DEFLECTION DIAGRAM Fig. 14 (above)—Bending and twisting moments 
a in axle driven through single spur gears by a nose- 
CL = DEPTH OF DIAGRAM, INS. suspended motor ; proportions for freight locomotive 
P = VERTICAL SCALE OF POLAR DIAGRAM | 
A = POLAR DISTANCE, INS MAX. DEFLECTION = Fig. 12 (left)—Diagram of bending moments from 
IC = WIDTH OF STRIP, INS d« Px Ax scxq? INCHES static loads and overturning force in axle driven 


q = LINEAR SCALE 13350 by spur gears from a traction motor 
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Wi = WI ONTWO JOURNALS | | Ree 3 
= 12-6 TONS } | +e “9 77 
W= TOTAL WT. ON RAIL | h 1 
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Fig. 13—Bending moment 








E , 
_ Dx1* 60x 6-875 .. 
13,350 Bb 
= 003085 Dun. eg 
DEFLECTION SCALE — 1”0N DIAGRAM 55 — 


= 0°03085 DEFLN.( WHEN MEASURED ON 
ORIGINAL DIAGRAMS DRAWN TO A TWELFTH SCALE 


to these when working out individual cases. While 
deflection occurs in all axles to a greater or less extent, 
in this case it must be very definitely restricted, and in 
addition to the BM diagrams, therefore, a deflection 
diagram must be included. A maximum deflection of 
0-04 in. should not be exceeded, otherwise serious risk of 
overheating in the motor suspension bearings will arise 
with consequent straining of the axle. 

Fig. 13 shows the calculations for a concrete case—a 
driving axle for a high-powered diesel-electric locomotive 
built to haul a heavy express mail train at 60 m.p.h. 
over long distances. It may not be out of place to remark 
on the fact that the axle illustrated, with outside bearings, 
is practically alone in this respect as, owing to the space 
required transversely for accommodating the traction type 
of electric motor, it is not feasible, even on the broader 
gauge stock, to arrange for inside bearings. Where, 
however, this type of drive is employed on slow-running 
units developing high torque for a greater period of their 
working life than would be found on stock operating 
passenger traffic, the stresses are of a different order to 
those already considered and covered by the diagrams 
and calculations in Figs. 12 and 13. 

In units detailed for working heavy goods and mineral 
services at comparatively low speeds the treatment is of 
a more comprehensive nature, and Fig. 14 affords an 
excellent base for the consideration of these stresses. 
Deflection diagrams have purposely been omitted from 
this figure to avoid repetition and overloading the figure, 





STRESS DIAGRAM 





diagrams and summary of stress 
calculations for the gear-driven 
axle of an express diesel-electric 
locomotive, 5 ft. 6 in. gauge 


but they must certainly be developed when an axle of 
this type is being designed, and previous figures give all 
the guidance required. To assist the reader in assessing 
the loads occurring as the result of the deadweight and 
the tractive effort of the motor itself, Fig. 15 is added, 
and will be found to be self-explanatory when it is read 
in conjunction with the figures for motor-driven axles 
in the foregoing text. The data relating to motor-nose 
reaction forces are simply complementary to a study of the 
stresses in the axles. 


Worm-driven Axles 


A transmission which has been developed considerably 
as the result of the introduction of internal-combustion 
engines into railway transport services is that known as the 
worm drive. In this, the motor, itself carried on the upper 
structure of the vehicle and therefore spring-borne, drives 
the axle through the well-known cardan shaft and worm 
gearbox. The latter is mounted on the axle and its 
reaction to the drive is taken up through a torque arm 
(or rod). This drive is used very frequently on the railbus 
type of vehicle, where the speed may be fairly high, and the 
average torque proportionately low. On the other hand, 
it is also used on the lighter type of shunting locomotive 
which depends for its power on some form of internal 
combustion engine, and the loads which come on the axle 
for the latter type of vehicle are clearly shown in Fig. 16. 
(When considering an axle with this drive for a fast-moving 
car, the diagrams given on this figure must be combined 
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with those necessary for overturning, etc., for which see 
Fig. 5, included in the first instalment of this article; pub- 
lished in THE RAILWAY GAZETTE for September 27, 1940. 


General 
As regards the design of straight axles for locomotives, 
the best practice today eliminates collars—formerly used 
for the ‘inside’ location of the axlebox—entirely, and 
designs the axle as a straight shaft enlarged slightly for 
the bearings (to allow for wear) and in the case of driving 


MOTOR NOSE REACTIONS 
SEE ALSO SKETCH BELOW 
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—(FarF nk Kk FH+W™ rons 
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15—Diagram of motor nose reactions and 


Fig. 
bearing loads resulting from motor weight 


axles where the wheels are keyed on, still further enlarged 
in the wheel seats to compensate for the loss of strength 
due to the keyway. Collars have frequently been respon- 
sible for overheated journals and have always been the 
cause of a loss in bearing surface area, as will be obvious 
to the most casual observer. 

Crank axles for many engines today are of the built-up 
type, with forged cranks having balance weights formed 
solid to cater for the rotating masses at their own centres. 
[he thickness of the web very frequently approximates 
iairly closely to one-fourth the cylinder diameter as an 
empirical proportion, and the thickness of the metal 
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surrounding the axle and pin seats must be carefully 
watched to avoid over-stressing when assembling. The 
commonest method of keying the shaft portions to the 
webs when this is considered necessary is by the use of 
screwed plugs, efficient locking of these being provided by 
riveting the web over the plug after the latter is screwed 
home. In forming the shaft and crankpin portions, the 
usual practice followed is to forge and finish-machine the 
whole in one length to ensure uniformity as regards thx 
quality and condition of the steel, the several sections 
being parted in the lathe when all operations are completed. 


Materials 


As regards the steels used in the manufacture of axles 
for locomotives and railway rolling stock generally, only 
on very rare occasions is material other than carbon steel 
adopted for crank axles, and in this country the railway 
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Fig. 16—Axle stresses with worm drive 


companies invariably specify that the parts should be to 
B.S.S. No. 24, Part 1. B.S.S. 24/1 specifies a tensile 
strength of 28-33 tons per sq. in. with an elongation 
of not less than 25 per cent. The yield point is also 
specified to be not less than 50 per cent. of the ultimate 
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tensile strength. These properties are obtained by using 
a steel containing 0-20-0-24 carbon, which is heat-treated 
by oil hardening and tempering. The following typical 
tests are of interest :— 


Chemical Analysis.—Carbon 0-21 percent. 


Silicon = ae .. 0-19 - 
Manganese .. 5 .. 0-74 i 
Heat Treatment.—Oil hardened and tempered. 
Vechanical Properties (1) (2) 
Yield point .. oa io Se 18-0 tons per sq. in. 
Tensile strength 30-0 30-0 eo 
Elongation .. if -- 36:0 36-0 per cent. 
Reduction of area .. .. 60-7 65-3 pe 
Bend .. ‘ 180 deg. 180 deg. 


So far as this country is concerned, carbon steels are 
almost invariably used for locomotive straight axles, and 
also those for carriage and wagon stock. The specifications 
for locomotive straight axles usually fall in line with 
B.S.S.24, No. 2, which specifies a tensile strength of 
35-40 tons per sq. in. (minimum yield ratio 50 per cent.) 
with an elongation of not less than 20 per cent. with 
4) tons per sq. in., or 25 per cent. with 35 tons per sq. in. 
A typical steel, together with the properties to be obtained 
from it, would be :— 


Chemical Analysis.—Carbon .. oa -. 0-275 per cent. 
Silicon sie = «- 0-25 ie 
Manganese F . 0-66 


Heat Treatment.—Oil hardened and tempered. 
Mechanical Properties 


Yield point 23-0 tons per sq. in. 


Tensile strength ase ‘“s .. 39-0 - 
Elongation = ee .- 29-0 per cent. 
Reduction of area ae ar .. 54-0 ee 


Bend ‘ a 
Carriage and wagon axles are ordered to B.S.S. 24/3, 
which specifies similar properties to those which are to 
be obtained from locomotive straight axles. The example 
given above would be, therefore, typical also for carriage 
and wagon axles. 

In the matter of axles for diesel units, although carbon 
steel B.S.S. 24/3 is frequently used, a wide variety of steels 
has had to be employed to meet the special requirements 
of various diesel locomotive builders in this country and 
abroad. Considerable efforts have been made towards 
weight reduction, and this has necessitated the use of 
alloy steels. Nickel steels have found favour, and one 
which could usefully be applied is a 34 per cent. nickel 
steel, which would comply with the British Standard for 
tramway axles, B.S.S.102C. The limits of composition 
permitted by B.S.S. 102C. are rather wide, and generally 
speaking a steel of which the following would be typical 
would in all probability be selected :— 


180 deg. 


Chemical Analysis.—Carbon os a .. 0-30 per cent. 
Silicon a ae -. 0-20 
Manganese .. in se OS 
Nickel . 3-50 


The following are actual tests obtained after oil-hardening 
and tempering with a steel of the foregoing chemical 
analysis :— 

Yield point : sc wa .. 36-0 tons per sq. in. 
Tensile strength wis ae -» 46-2 me he 
Elongation oe af ..- 24-0 per cent. 
Reduction of area Pt a oo Ghd - 

Izod es oe - = .. 55-57 ft. lb. 

Practically no limit exists to the intermediate alloy steels 
which might be used for diesel locomotive axles, and these 
would include manganese molybdenum steels, various nickel 
steels, nickel chromium and even nickel chromium molyb- 
denum steels, where the highest tensile strengths were 
specified. A typical specification for nickel chromium 
molybdenum steel axles would be :— 


Yield point 40 tons per sq. in. minimum 


Tensile strength 50 /60 saa = i 
Elongation on 2 in. .- 18-0 per cent. minimum 
Reduction of area a oo 460 ie a 


Izod - 35 ft. lb. minimum 
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A steel to comply with this specification in the oil- 
hardened and tempered condition would fall within the 
following limits of chemical analysis :— 


Per cent. Per cent. 
Carbon 0 -25-0-35 Nickel 3-0 -3-75 
Silicon .. 0-30 max. Chromium 0-5-1-0 
Manganese 0 -30-0 -60 Molybdenum 0-2-0 -40 








Tractive Effort Calculations and 
Locomotive Performances 
By B. N. COLE 


RACTIVE effort is the usual expression for the mechanical 
performance of a locomotive, and for a simple engine 


is :— 
M d? LN 
( > 5—) Ib. 
M is the mean effective pressure (m.e.p.) generally taken at its 
approximate maximum value of 0-85 P, where P is the boiler 
pressure in lb. per sq. in. d, L and D are respectively the 
piston diameter, stroke length and driving wheel diameter, 
all in inches, and N is the number of cylinders. 

It is impossible to give a simple and accurate expression for 
the tractive effort of compound engines, but a satisfactory 
approximation for a maximum value is :— 

) 
: p85 d®?N + 0.45 d,? N,) Ib. 
d, and N, apply to the low pressure cylinders, while the 
remaining symbols are for the high pressure cylinders. 

Cut-off is expressed as the percentage of the piston travel at 
which steam supply ceases, the steam then completing its 
work by expansion. Now if the cut-off be x, and vy be any 
additional stroke percentage after cut-off, the actual pressure, 
p, corresponding to any distance (x + 4) will be: 


\c 


p = 0:95 P( —— ) lb. per sq. in., 


where c is 1-3 and 1-063 respectively for superheated and 
saturated steam. 

If required, the mean actual pressure after cut-off is given 
by a rather laborious equation, and calling this k, then :— 

0-95Px (1 —xIl-e 
, ecient 
(1 —c) (1 — +) 

This enables the mean actual pressure for the full stroke 
to be found, and is, m.a.p. 0:95 Px + (1 —2«)k. But if 
k is not required separately, a more direct formula may be 
used :— 

0-95 P 
(c — 1) 

Now, the mean effective pressure, M, is given as (m.a.p. — 
b), where b is the mean back pressure ; and, since the accurate 
determination of b is very complex, it is best derived from the 
approximation that : 

b = (17 x + 15) Ib. per sq. in. 

This then, leads on to horsepower available at the cylinders, 

for :— 


m.a.p. = (cx — x). 


M d?7LN ~) 
i.h.p. = ( 


66,000 D> 
where V is the train speed in ft. per min., and the other symbols 
remain as for the tractive effort formula. If V is in m.p.h., 
replace the denominator 66,000 D by 750 D. It will be seen 
that this formula may be rewritten as :— 

“} = effort x V 

i.h.p. = aaa 

I ; 33,000 

It should be remembered, however, that cut-off decreases 
with increasing speed. This variation depends entirely on 
the driver in charge, but the following expression will suffice 
where V is in m.p.h. :— 

x = (0-92 — 0-012 V) 

For a more rapid estimation, horsepower is approached in a 
different way by a well-known law, which gives i.h.p. = 
e x sq. ft. of total heating surface, where e is 0-43 and 0°57 
respectively for saturated and superheated steam. 
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Dining and sleeping cars with interior finish of modern design, built by the Gloucester 
Railway Carriage & Wagon Co. Ltd. for the 3 ft. 6 in. gauge Nigerian Railway 
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(See illustrations opposite and on page 682) 


first class sleeping car was completed by the Gloucester 

Railway Carriage & Wagon Co. Ltd. last year for the 
Nigerian Railway, to the requirements _of the Chief 
Mechanical Engineer and under the supervision and inspec- 
tion of the Crown Agents for the Colonies. The vehicles, 
which were shipped whole, are now in service in the colony. 
The design embodies modern styles of interior finish, and 
the cars are noteworthy as affording a high standard of 
convenience and comfort on the 3 ft. 6 in. gauge. 

The bodies are timber framed, panelled on the outside in 
rust-resisting steel secured by means of raised countersunk 
wood screws to the framing. The joints of the roof sheets are 
covered with concave steel mouldings, and the body sides, 
ends and roof are insulated against the tropical climate by 
means of a l-in. thick Limpet asbestos blanket. The floors 
are of timber covered with Battleship linoleum, with felt 
underlays in the compartments. Lavatory floors in the sleep- 
ing car are covered with pale green and white mottled 
Terrazzo, laid on the timber floor boards and keyed with 
pressed washers. The window openings in the body sides 
are fitted with two timber frames, the outer one glazed in 
neutral tinted glass (except in the lavatories which have 
obscured glass), the inner frame provided with Beclawat 
Metalouvres. Ladder racks are fitted to the light and louvre 
frames. From floor to cantrail the interiors are flush-finished 
in mahoganny veneered panels of the quartered type with 
black stringing and solid mahogany framing. The panels and 
framing are egg-shell finished in clear French polish to retain 
the natural grain of the timber. The upper berths and tables 
of the sleeping car are similarly finished. Above the cantrails 
the compartment and corridor partitions and the ceilings are 
lined with Sundeala millboard, stippled white. All metallic 
furniture is chromium plated. 

Each sleeping compartment is equipped with a chromium 
plated whitemetal washbasin with metal cover, and a flap 
table arranged to fold up against the body side between the 
windows when not required. Mirrors are fitted in the folding 
leg of the table and in the body side above the wash basin. 
Ashtrays, parcel racks and folding clothes hooks are also 
provided. The seats and berths accommodate four passen- 
gers in each compartment, and have Dunlopillo fillings 
covered in maroon buffalo hide. The seats have folding arm 
rests, and the upper berth is arranged to hinge and clip to the 
cross partition when not in use. Access to the corridor is by 
sliding doors, each provided with Beclawat half-drop 
windows. Spring blinds are fitted to these doors. At each 
end of the sleeping car is a lavatory, the walls of which are 
lined with steel sheets from floor to cornice. All corners are 
coved, and the colour scheme is enamelled cream. In the 
central vestibule are linen cupboards, a conductor’s tip-up 
seat, and a Merryweather fire extinguisher of the Konus 
Kemik type. The water supply is carried in the roof, with 
copper service piping. 

In the restaurant car 24 passengers can be accommodated. 
Tables and removable chairs are finished in mahogany to 
match the scheme of internal decoration. Removable thick 
green baize table covers are provided, and a small drawer 
is fitted below each table, opening towards the centre of the 
coach, for accommodating a table cloth and table napkins. 
Bottle and glass holders and ashtrays are provided 
and there is an eight-day clock above the serving hatch. 
A plain Wilton carpet runs down the centre of the saloon. 

[he kitchen has two cooking ranges, two sinks, serving 
tables, a small water tank, crockery racks, shelving, bottle 
and glass racks and a refuse chute in the floor. Adjacent is a 
store compartment, 18 ft. 11 in. long, equipped with a large 
and a small ice chest, cupboards and shelving. A twin sliding 


A N order for two bogie first class restaurant cars and one 


door is arranged in the body side for loading stores, and there 
is also a single sliding door, 3 ft. 1 in. wide, in the corridor. 
The water supply is in large capacity roof tanks. Ventilation 
is assured by Monarch extractors. 

The vehicles are equipped with Stone’s system of electric 
lighting, and fans with a Lilliput dynamo. Alconum accumu- 
lators are carried in the underframe. Each vehicle is also 
equipped with emergency passenger communication of the 
pull chain type. The bodies are carried on a riveted fixed- 
truss type of underframe, provided with the standard A.B.C. 
non-shock No. 1 type automatic couplers and vacuum and 
screw handbrakes. The bogies are of the Sheffield-Twinberrow 
type, of riveted construction, with standard disc wheels. The 
standard Nigerian Railway collapsible vestibules were fitted 
for intercommunication between the coaches. The principal 
dimensions of the cars are as follow :— 


Gauge of railway ... nae 3 ft. 6 in 
Length over headstocks ... 60 fr. Oin 
Width over headstocks ... 7 ft. Bin 
Length over buffers 63 ft. | in 
Width overall one 9 fe. 44in 
Width over panels at waist 8 fe. 10 in. 
Height from rail to top of roof 1h fe. P14 in. 


Weight of restaurant car 28 tons 16 cwt. 
Weight of sleeping car ... 30 tons 2 cwt. 


Firms which, as sub-contractors, supplied material and 
fittings for the new cars include the following :— 


Metallic furniture i . J. Beresford & Sons Ltd. 
Washbasins and W.C. pans J. Levick Limited 


Buffalo hide Connolly Bros. Ltd. 
Dining car chairs Maple & Co. Ltd. 
Glass... ose Pilkington Bros. Ltd. 
Dunlopillo Dunlop Rubber Co. Ltd. 


Steel panels 

Terrazzo flooring 

Linoleum eee 

Water tanks 

Cooking ranges ene a 
Sheffield-Twinberrow bogies 
Collapsible gangways ... cee 


Baldwins Limited 

Venetian Flooring Company 
M. Nairn & Co. Ltd. 

Keeps Construction Co. Ltd. 
Smith & Wellstood Limited 
G. H. Sheffield & Co. Led. 
Laycock Engineering Co. Ltd. 


Wheels ... eco Taylor Bros. & Co. Ltd. 

Electric lighting J. Stone & Co. Ltd. 

Ventilators oe Monarch Controller Co. Ltd. 

Ball bearing... - Beckett, Laycock & Watkinson Limited 


Sliding door’runner gear on ke 
Limpet asbestos blanket insulation ... 
Spring roller blinds and Sundeala ceil- 
ing panels ... ose ose eos 
Passenger communication gea 
Vacuum brake equipment 


J.W. Roberts Limited. 


G. D. Peters & Co. Ltd. 
Vacuum Brake Co. Ltd. 
. Westinghouse Brake & Signal Co. Ltd. 








American Railway Operating Efficiency 


Mr. J. J. Pelley, President of the Association of American 
Railways, recently announced certain new records in operating 
efficiency, the outstanding attainments during 1940 including 
the following :— 

Highest recorded average tonnage of freight carried per train, 
849 tons as against 813 tons in 1939. 

Highest average freight train speeds ever recorded, and some 62 
per cent. higher than 20 years ago. 

Freight train performance per hour was about twice that recorded 
in 1921. 

Highest average daily freight locomotive mileage (107-2 miles) 
attained to date. : 

Better use of freight cars than ever before. 

Highest freight locomotive fuel efficiency so far recorded. 

Lowest number of freight cars in need of repair ever recorded. 

In freight train performance, the gross-ton mileage per 
train-hour rose from 16,555 in 1921 to 33,808 in 1940, or 104 
per cent. The corresponding net ton-mileage rose by 87 per 
cent. Illustrating the better use of freight cars, the net ton- 
mileage per freight car per day was 661, the previous maximum 
recorded being 625 ton-miles in 1937. The above fuel efficiency 
record reached an average of 112 lb. per 1,000 gross ton-miles. 
In other words, 8-9 gross tons were hauled one mile for the 
consumption of 1 lb. of fuel; this compares with 6-2 gross 
tons in 1921. Taken as a whole the 1940 performance was the 
best in the history of American railways. 















June 20, 1941 THE RAILWAY GAZETTE 681 


pee eS 


a = fon Te , 


~ -- nd 








n , : or AIDE Teo ete sary 



























































FIRE EXT. 





Elevation and plan drawings of sleeping car 
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vm Elevation and plan drawings of dining car 
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: A portion of dining car intertor 








Left: Compartment as arranged for 


day travel 


Right: Part of kitchen in dining car 
showing cooking range, shelves, and 
lockers 


NEW NIGERIAN RAILWAY 
PASSENGER ROLLING STOCK 


(See article on page 680) 





June 20, 1941 


RAILWAY 


PERSONAL 


Mr. Dennis Ross-Johnson, C.B.E., 
whose death we recorded in our June 13 
issue, retired from the position of 
General Manager & Secretary, Bristol 
Docks Committee, on September 30, 
1928. Mr. Ross-Johnson was born in 
1860, and was educated at St. Andrew’s 
College, Grahamstown, and University 


The late Mr. D. Ross-Johnson, C.B.E. 


General Manager & Secretary, 


Bristol Docks Committee, 1911-28 


College School, London. He was ap- 
pointed Traffic Manager of the Madras 
Railway in 1901 and held this position 
until 1906, when he became Secretary 
of the newly-formed Indian Railway 
Conference Association. He retired in 
1911 in order to go to Bristol and we 
made the comment in THE RAILWAY 
GAZETTE at the time that Mr. Ross- 
Johnson’s earlier experience at Madras 
made him peculiarly fitted for his new 
position. During his term of office at 
Madras he had been closely connected 
with the designing, provision, and work- 
ing of the port of Madras, and had had 
to face severe competition from other 
ports. He was a member of the Ad- 
visory Committee appointed by the 
Board of Trade under the Chairmanship 
of Lord Inchcape to inquire into the 
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methods of dealing with overseas traffic 
under war conditions. In addition, he 
was first Chairman of the Bristol Port 
Labour Committee instituted by the 
Board of Trade in 1916, and was 
appointed Vice-President of the Bristol 
Channel Dockowners’ Association in the 
latter part of 1920. He was also a 
member of a large number of war and 
other committees relating to transport, 


[Manchester 


shipping, and port labour in the Bristol 
district, and was widely known and 
recognised as an expert on all branches 
of transport. Mr. Ross-Johnson was a 
Member of Council and also Chairman 
of the Western Section of the Institute 
of Transport, and from 1935-38 was a 
Vice-President. 

We regret to record the death on 
March 22 of Mr. George F. P. West, 
C.B.E., Superintendent of the Line, 
London & South Western Railway, 
from 1916 until 1923. Mr. West was 
born in 1866, joined the L.S.W.R. at 
Shepperton in 1880 and transferred to 
the Traffic Superintendent’s Office at 
Waterloo in 1887. He passed through 
several departments and was appointed 
Chief Clerk in 1896. A year later he 
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became, London District Superintend- 
ent, and in 1902 was made Assistant 
Superintendent. In November, 1916, 
Mr. West was appointed Superintendent 
of the Line, and held this position until 
his retirement in March, 1923. Mr. West 
took part in most of the big events 
which concerned the L.S.W.R.,  in- 
cluding the despatch of troops to the 
scene of the South African War. He 


The late Mr. G. F. P. West, C.B.E. 


Superintendent of the Line, 
London & South Western Railway, 1916-192¢ 


was in charge of traffic arrangements 
at Southampton for the first six months 
of the 1914-1919 war, and was awarded 
the C.B.E. for services rendered. During 
his time he saw the development of 
electrification on his line and the re- 
building of Waterloo station. 


We regret to record the death on 
May 27 of Mr. Laurence H. Pomeroy, 
the well-known motor engineer, at the 
age of 59. Mr. Pomeroy was for many 
years Director & Chief Engineer of 
Vauxhall Motors Limited. He spent 
seven years in the U.S.A. working with 
the Aluminium Company and made 
extensive research into the application 
of aluminium to motorcar construction, 
At the end of 1926 he returned to 





Mr. E. G. Garstang 


Appointed District Goods Manager, 
Manchester, L.M.S.R. 


England to become Chief Engineer of 
the Associated Daimler Co. Ltd. and 
Consultant to the Associated Equip- 
ment Co. Ltd., the London General 
Omnibus Co. Ltd., and the Daimler 
Co. Ltd. In August, 1929, he became 
Managing Director of the last-named 
company. In May, 1928, he resigned 
from the Daimler Company and in the 
following July, joined the De Havilland 
Aircraft Co. Ltd. as General Manager 
of the Engine Division. Mr. Pomeroy 
has been in charge of a branch of H. M. 
Hobson (Aircraft & Motor) Components 
Limited during the present war. He 
was a Director of this company. During 
the 1934-5 period he was President of 
the Institution of Automobile Engineers. 

Mr. E. G. Garstang, M.Inst.T., Dis- 
trict Goods Manager, Bolton, London 
Midland & Scottish Railway, has been 
appointed in a similar capacity at 
Manchester, in succession to Mr. H. G. 


THE RAILWAY GAZETTE 


Mr. Reginald J. Hodges 


Appointed General Manager and Secretary, 
Mersey Docks and Harbour Board 


Humphreys, whose retirement we re- 
corded in our April 11 issue. Mr. 
Garstang began his career with the 
Lancashire & Yorkshire Railway in the 
Chief Traffic Manager’s Office, Hunt’s 
Bank. In 1912 he was appointed 
Assistant Steamship Manager, Goole 
Steam Shipping, Lancashire & Yorkshire 
Railway. Three years later he was 
transferred as Assistant to the Eastern 
District Goods Manager, and from 1917 
to 1919 occupied a similar position in 
the Central District. In the latter year 
he was promoted to be Dock & Railway 
Superintendent, Wyre Docks, Fleet- 
wood. In October, 1923, Mr. Garstang 
was appointed Steamship & Continental 
Manager of the L.M.S.R., and held this 
position until 1935 when he was 
appointed District Goods Manager, 
Bolton. Mr. Garstang is a member of 
the Institute of Transport and a Vice- 
Chairman of the Manchester & Liverpool 
section of the institute. 
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Mr. S. Purnaiya 


Appointed Transportation Superintendent 
South Indian Railway 


Mr. Reginald J. Hodges who, as 
recorded in our May 23 issue, has been 
appointed General Manager & Secretary 
ot the Mersey Docks & Harbour Board 
as from July 2, was formerly a Director 
and Manager of the Anchor Line 
Limited, and joined the board in 1935. 
He became Deputy General Manager & 
Secretary in 1939. The Mersey Docks 
& Harbour Board operates a railway of 
123 miles, standard gauge. 


Mr. S. Purnaiya, who, as announced 
in THE RAILWAY GAZETTE of January 3 
last, has been appointed Chief Trans- 
portation Superintendent of the South 
Indian Railway, was appointed a Traffic 
Probationer to that railway in 1916. 
Two years later he was confirmed as an 
Assistant Traffic Superintendent, and 
in 1922 was posted to act as District 
Traffic Superintendent, a grade in 
which he was confirmed in 1927. From 








Left: Mr. W. N. 
Association of 
Baltimore & Ohio Railroad Company, 


Clay, President, 
General Chairmen, 


handing to Mrs. Walter A. Deems, 
Assistant Executive Secretary, British 
American Ambulance Corps, a cheque 
to make up the total of $67,000 sub- 
scribed by employees of the Baltimore 
& Ohio and Alton RR.s for the 
purchase of a flying ambulance for the 
R.A.F. Reference to the subscription 
was made in THE RAtLway GAZETTE 
of June 13. 
Left to right: Colonel C. M. Turner 
(General Traffic Manager, Associated 
British & Trish Railways); Mr. 
Leander MeCormick-Goodhart (Attaché, 
British Embassy); Mrs. Walter A. 
Deems; Mr. W. N. Clay; and Mr. 
George M. Shriver (Senior Vice-Presi- 


dent, Baltimore & Ohio RR.) 
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February, 1933, to October, 1934, Mr. 
Purnaiya acted as Deputy Chief Trans- 
portation Superintendent, but in April, 
1937, was appointed to act as Deputy 
Chief Commercial Superintendent, and 
was confirmed in that appointment in 
the next year. 


AWARDS FOR GALLANTRY 

Wilfred Cyril Smith, Charge Engineer, 
Southern Railway, has been awarded 
the George Medal, and Frederick Paul 
Sheldon, Junior Charge Engineer, 
Southern Railway, has been awarded the 
British Empire Medal (Civil Division). 
When a high explosive bomb hit a 
boiler house it became essential to draw 
the fires from a number of boilers, each 
of which had a pair of grates holding 
nearly two tons of fire. Smith and 
Sheldon collected a band of volunteers 
and worked without a stop for over 
three hours until the task was success- 
fully accomplished. 

The British Empire Medal has also 
been awarded to Wilfred Thomas 
Collins, Chief Locomotive Foreman, 
Southern Railway. During an air raid 
Collins, who was off duty, left his home 
and went to his engine shed which was 
on fire. He organised a fire-fighting 
squad and got the fire under control. It 
was then found necessary to put out two 
boiler fires. Collins again formed a 
bucket chain and both the boiler fires 
were put out. Collins, by his courage, 
leadership and initiative, prevented 
considerable damage to railway property. 

Those named below have been brought 
to notice for brave conduct :— 

Ernest Fox, Labourer, London Pas- 
senger Transport Board. 

Edgar Hardcastle, Leading Stoker, 
Southern Railway. 

James Henry’ Honey, 
Stoker, Southern Railway. 

Alfred Henry Longhurst, Auxiliary 
Plant Attendant, Southern Railway. 

Albert Henry Putman, Stoker, South- 
ern Railway. 

Arthur Smith, Stoker, Southern Rail- 
way. 

George Weldon, Working Stable Fore- 
man, London & North Eastern Railway, 

Edward Henry Williams, Checker, 
London Midland & Scottish Railway. 


Leading 


REORGANISATION OF C.M.E.’s 
DEPARTMENT, L.N.E.R. 

The following changes in the organisa- 
tion of the Chief Mechanical Engineer’s 
Department have been made consequent 
upon the recent appointment of Mr. E. 
Thompson as Chief Mechanical Engineer 
in succession to the late Sir Nigel 
Gresley. 

Mr. A. H. Peppercorn, Mechanical 
Engineer, North Eastern Area, has been 
selected for the new post of Assistant 
Chief Mechanical Engineer, with 
responsibility for the work of the 
department in the temporary absence 
of Mr. Thompson. Mr. Peppercorn will 
also act as Mechanical Engineer, Don- 
caster, with control of the carriage and 
wagon works at York and supervision of 
all ‘‘ outdoor” carriage and wagon 
work on the Great Northern section and 
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on the Great Central section between 
Sheffield and London. 

Under the new organisation, there are 
five Mechanical Engineers, namely, at 
Doncaster, Stratford, Cowlairs, Darling- 
ton, and Gorton, taking their titles from 
these places except at Cowlairs. At the 
first place Mr. Peppercorn will be in 
charge as already indicated, and at 
Stratford and Cowlairs Mr. F. W. Carr 
and Mr. T. E. Heywood remain in charge 
respectively, the latter continuing to be 
styled Mechanical Engineer (Scotland). 
He will be assisted by Mr. K. S. Robert- 
son, who has been appointed Assistant 
Mechanical Engineer (Scotland) 

The remaining two Mechanical 
Engineers are: Mr. R. A. Smeddle, who 
has been appointed Mechanical 
Engineer, Darlington, with control of 
the North Road, Faverdale, Shildon, 
and Walker Gate shops (his former post 
of Locomotive Works, Manager Dar- 
lington, is being filled by Mr. L. Reeves); 
and Mr. J. F. Harrison, who has been 
appointed Mechanical Engineer, Gorton 
(his present post of Works Manager at 
that place is being taken over by Mr. 
H. J. Williams, formerly Chief Material 
Inspector at Doncaster). 

Another appointment in the Chief 
Mechanical Engineer’s Department is 
that of Mr. E. Windle as Chief Draughts- 
man, with charge of the Locomotive, 
Carriage, & Wagon Drawing Offices. 
Mr. F. Day will remain Head Carriage 
Draughtsman and Mr. D. D. Gray 
has been appointed Head Locomotive 
Draughtsmanin place of Mr. T.A.Street, 
who has been transferred to the Chief 
Electrical Engineer’s Department. 

Mr. D. R. Edge will continue to act as 
Assistant to the Chief Mechanical 
Engineer for technical subjects, and Mr. 
H. Harper, who remains in charge of the 
Headquarters Office, receives the title 
of Assistant to the Chief Mechanical 
Engineer (Clerical). Mr. J. V. Gosling 
will join the Headquarters Office as 
Chief Clerk. 


BirTHDAY Honours 


Among the honours announced in the 
King’s birthday list were the following 
of transport and industrial interest :— 


Privy Councillor 
The Hon. Vincent Massey, High Com- 
missioner for the Dominion of Canada. 


Baronet 
Mr. Francis D’Arcy Cooper, Chair- 
man of the Executive Committee of the 
Export Council, Board of Trade. 


Knights Bachelor 

Mr. Frederick George Binney, Export 
Manager, United Steel Companies 
Limited, seconded for service with the 
Iron and Steel Control, Ministry of 
Supply. For special services in the 
supply of valuable war material. 

Mr. James Callander, Director, Vic- 
kers-Armstrongs Limited. 

Mr. Edward Highton Hodgson, 
Second Secretary, Board of Trade. 

Mr. Kenneth Grant Mitchell, Indian 
Service of Engineers, Consulting Engi- 
neer (Roads), Government of India. 
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Mr. John Douglas Ritchie, General 
Manager, Port of London Authority. 

Mr. John Edward Maurice Rowland, 
lately Chief Railway Commissioner, 
Burma. 

Mr. Leonard Wilson, Chief Commis- 
sioner of Railways, India. 


C.B. 
Mr. O. C. Williams, Principal Clerk, 
Committee and Private Bill Office, 
House of Commons. 


633.2. 
Mr. Thomas McElderby Lyle, Chief 
Engineer, Canals, United Provinces. 


C.LE. 

Mr. A. Duncan, Agent and General 
Manager, Bengal-Nagpur Railway. 

Mr. J. J. Ghandy, General Manager, 
Tata Iron & Steel Co. Ltd., Jamshedpur, 
Bihar. 

Khan Bahadur Muzaffar Hussain, 
Member of Staff of Railway Board 
(Railway Department), Government of 
India. 

K.B.E. 

Mr. Charles Jocelyn Hambro, Director 
of Hambro’s Bank Limited ; Chairman 
of the Great Western Railway Company. 
For special services in the supply of 
valuable war materials. 

C.B.E. 

Mr. R. Alsop, General Manager, 
Consett Iron Co. Ltd. Lately Deputy 
Controller of Iron and Steel. 

Mr. A. J. Hendin, Special Director, 
Vickers-Armstrongs Limited. 

Mr. J. C. Little, lately President, 
Amalgamated Engineering Union. For 
services to the engineering industry. 

Mr. A. J. Lyddon, Deputy Chief 
Engineer, Ministry of War Transport. 

Mr. T. E. Thomas, General Manager 
(Operation), London Passenger Trans- 
port Board. 

Mr. A. Williamson, Managing Direc- 
tor, Wm. Beardmore & Co. Ltd. 


O.B.E. 

Mr. T. Beacall, an Assistant Comp- 
troller, Patent Office, Board of Trade. 

Mr. O. A. Hall, Assistant Director, 
Requisitioning Branch, Ministry of War 
Transport. 

Mr. C. J. Macdonald, Principal, Minis- 
try of War Transport. 

Mr. G. H. Murray, Sub-District Mana- 
ger, Greenock District, Ministry of War 
Transport Regional Organisation. 

Captain D. Prowse, Captain British 
Overseas Airways Corporation. 

M.B.E. 

Mr. G. E. Gibson, Chief Assistant to 
Transport Commissioner, Metropolitan 
Region. 

Mr. G. S. Hussey, Assistant to Vice- 
President, L.M.S.R. For services to 
Civil Defence. 

Mr. C. St. D. Jordan, Sales Manager, 
North Western Railway, Lahore. 

Mr. C. H. Marrow, Assistant Superin- 
tendent of Telegraphs, East Indian 
Railway. 

Miss E. Smith, Personal Secretary to 
the late Lord Stamp, Chairman L.M.S.R. 


Imperial Service Order (Companions) 
Mr. A. L. Haas, Mechanical Engineer, 
India Store Department, London, 
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Mr. R. G. Peake, General Manager, 
Harbours Board, South Australia. 

Mr. F. H. Taylor, lately Chief Staff 
Officer, Board of Trade. 

British Empire Medal 

Mrs. F. M. Collard, wife of the Sta- 
tionmaster, Tonbridge, Southern Rail- 
way. For services during the evacuation 
from Dunkirk. 

Mr. W. England, 
Bordesley, G.W.R. 

Mr. F. E. Harris, signalman, Saltley, 
L.M.S.R. 

Mr. C. Kirby, permanent way inspec- 
tor, Sheffield, L.N.E.R. 

Mr. F. Lincoln, permanent way inspec- 
tor, Stratford, L.N.E.R. 

Mr. G. C. Stevens, Transport Officer, 
Clevedon Area. For services to civil 
defence. 

Mr. H. H. 
L.M.S.R. 


length 


ganger, 


Ward, ganger, Plaistow, 


Mr. Charles John Walsh, Managing 
Director of the United Steel Companies 
Limited, and of a_ subsidiary, the 
Appleby-Frodingham Steel Co. Ltd., 
whose death we recorded in our March 7 
issue, has left estate valued at £46,414. 

Sir David Richard Llewellyn, whose 
death we recorded in our January 10 
issue, has left £714,130 (net personalty, 
nil). Sir David was Chairman of John 
Lysaght Limited and a Director of 
Guest, Keen & Nettlefolds Limited, 
Guest Keen Baldwins Iron & Steel Co. 
Ltd., and of many other industrial and 
commercial companies. 


ASSOCIATION OF CONSULTING 
ENGINEERS 

Mr. Godfrey M. C. 
M.A., M.Inst.C.E., of Messrs. John 
Taylor & Sons, Caxton House, West- 
minster, S.W.1, has been elected Chair- 
man of the Association of Consulting 
Engineers for the year 1941-42. 

The following have _ been 
members of this association : 

Colonel John Bowden, 
M.Inst.C.E., M.I.Mech.E. 

Mr. A. C. Carr, V.D., M.1.Mech.E., 
M.I.E. (India), Past President Institu- 
tion of Locomotive Engineers (Sir John 
Wolfe Barry & Partners). 

Mr. Geoftrey L. Groves, B.Sc. (Eng.), 
M.Inst.C.E., A.C.G.I. (Messrs. Mott, 
Hay & Anderson). 


Taylor, M.C., 


elected 


O.5.=E., 


V.C. FOR INDIAN OFFICER 

The King has approved the award of 
the Victoria Cross to Second-Lieutenant 
Premindra Singh Bhagat, Corps of 
Indian Engineers (serving with Royal 
Bombay Sappers and Miners), for most 
conspicuous gallantry on active service 
in the Middle East. During the pursuit 
of the enemy after the capture of 
Metemma on the night January 31 to 
February 1, 1941, Second-Lieutenant 
Bhagat was in command of a section of 
a Field Company, Sappers and Miners, 
detailed to accompany the leading 
mobile troops (bren carriers) to clear 
the road and adjacent areas of mines. 
For a period of four days and over a 
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distance of 55 miles this officer in the 
leading carrier Jed the column. He 
detected and supervised the clearing of 
fifteen minefields. Speed being essen- 
tial, he worked at high pressure from 
dawn to dusk each day. On two 
occasions when his carrier was blown 
up with casualties to others, and on a 
third occasion when ambushed and 
under enemy fire he himself 
carried straight on with his task. He 
refused relief when worn out with strain 
and fatigue and with one ear-drum 
punctured by an explosion, on the 
grounds that he was now better qualified 
to continue his task to the end. His 
coolness, persistence over a period of 
96 hours, and gallantry, not only in 
battle, but throughout the long period 
when the safety of the column and the 
speed at which it could advance were 
dependent on his personal efforts, were 
of the highest order. 


¢ le se 


We regret to record the death on 
June 5, at the age of 67, of Mr. Albert 
William Bolden, Chairman and Managing 
Director of the Antofagasta (Chili) & 
Bolivia Railway Co. Ltd. and of the 
Nitrate Railways Co. Ltd. Mr. Bolden 
was appointed Secretary of the Anto- 
fagasta Company in July, 1907, and 
was elected to a seat on the board in 
1918, becoming Managing Director & 
Secretary. He became Chairman & 
Managing Director in 1928. 


Sir Ronald W. Matthews, Chairman, 
L.N.E.R., has been appointed a member 
of the War Transport Council (now the 
Inland Transport War Council) in place 
of the late Lord Stamp. 


Mr. William Allen, Works Manager 
& Chief Technical Assistant to the 
General Manager of Rochdale Corpora- 
tion Passenger Transport Department 
since 1935, has been appointed Manager 
of Todmorden Joint Omnibus Com- 
mittee in succession to Mr. James 
Wild who is resigning on account of 
ill-health after holding the position for 
21 years. The L.M.S.R. has, since 
January 1, 1931, had an interest in 
Todmorden Corporation bus’ under- 
taking. 


We regret to record the death in 
Buenos Aires on April 5, at the age of 
64, of Dr. Teéfilo Lacroze, a member 
of a family which for several generations 
was closely identified with railway 
and tramway affairs in Argentina. He 
was the son of Dr. Federico Lacroze, 
the founder of the tramway system 
which bore his name until its recent 
incorporation into the Buenos Aires 
Transport Corporation, and was also 
a member of the board of directors of 
that company, as well as of the Buenos 
Aires Central Railway, and the Central 
of Buenos Aires Light & Power Com- 
pany. 


Mr. Carl Apter, Passenger Traffic 
Representative, Canadian National 
Railways, Montreal, died on April 28 
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at the age of 62. He joined the railway 
at Quebec in 1921 as an interpreter, 
and later served in that capacity at 
Saint John and Halifax. In 1930, he 


was promoted to be passenger Traffic 
Representative at Montreal. 


Mr. A. A. Harrison, Road Motor 
Superintendent, L.N.E.R., York, has 
been elected Chairman of the Yorkshire 
Section of the Institute of Transport. 
Mr. C. R. H. Wreathall, General 
Manager of Hebble Motor Services 
Limited, is retaining the honorary 
treasurership. 


We regret to record the death on 
May 14, in his 51st year, of Mr. Richard 
Furneaux Stuart, Commercial Manager 
of Davey, Paxman & Co. (Colchester) 
Ltd. Mr. Stuart was articled to Davey, 
Paxman & Co. Ltd. in 1908. He 
enlisted in the Royal Army Ordnance 
Corps at the beginning of the last war 
and at the end of it served as a Member 
of the Inter-Allied Commission of 
Control in Germany. He retired from 
the Army with the rank of Major and 
resumed work with Davey, Paxman & 
Co. as Assistant Works Manager. Later 
he was transferred to the company’s 
London office as Assistant to the 
London Director. After a period on 
the expert staff of Agricultural «& 
General Engineers Limited, he joined 
Davey, Paxman & Co. (Colchester) 
Ltd. as London Manager, when the 
company was formed in August, 1932, 
to take over the business and assets 
of Davey, Paxman & Co. Ltd. Subse- 
quently Mr. Stuart became Commercial 
Manager, the position he held at the 
time of his death. He was an Associate 
Member of the Institutions of Civil 
Engineers and Mechanical Engineers. 


Mr. C. R. Ellis, Manager of the Central 
Argentine Railway grain elevators in 
the port of Buenos Aires, retired from 
that position on March 31, after 30 
years’ service with that company. 
After 15 years’ service on the Midland 
Railway in England, Mr. Ellis joined 
the Central Argentine Railway in 1911, 
in the Traffic Department. After occu- 
pying the positions of Traffic Inspector 
and Traffic Controller at various centres, 
he was appointed District Traffic Super- 
intendent at Tucuman in 1932. In 
1937 he was promoted to Outdoor 
Assistant to the Traffic Manager, and 
in 1939 was appointed Manager of the 
company’s Buenos Aires grain ele- 
vators, which have now been trans- 
ferred to the Government on the ter- 
mination of the concession. During the 
last War, Mr. Ellis served in the Machine 
Gun Corps and the Honourable Artillery 
Company. 


The death is announced in Madrid 
of Sefior Alfonso Jaraiz, Chief Engineer 
of the Third Division of Railway 
Inspection of the Spanish Government. 
Sefior Jaraiz was also a member of the 
Directing Council of the Andaluces- 
Western Railway. 
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TRANSPORT SERVICES AND THE WAR—95 


Nominated loading of goods train traffic— Wartime newspaper production and 


transport—Air mail for prisoners-of-war—Syrian campaign—Alexandria 


evacuation — Fare reductions for 


The London & North Eastern Railway Company has 
recently issued a poster, reproduced below, listing the up 
main-line expresses which stop at Finsbury Park during 
periods of London air raid alerts. By this arrangement 
passengers who do not wish to proceed to King’s Cross may 


EXPRESSES 


To London (King’s Cross) 


CALL AT 
“FINSBURY PARK 


during 
LONDON AIR RAID ALERTS 


WEEKDAYS I SUNDAYS aos 
eel King’s Cram 
Leeds (and Bradford) 3 
Newcastie s 
o 
& 


if 
-5 4, 


Leeds (and Bradford) 
Edinburgh (Waveriey) 
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Leeds (and Bradford) 
Newcastle 
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Harrogate (and Leeds) 
Edinburgh (Waverley) 
Leeds 

Edinburgh (Waverley) 


The following trains call regul 
at Finsbury Park ind 
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* FINSBURY PARK is a convenient transfer point to Tube and Suburban 
trains to all parts of London 


L.N.E.R. poster announcement of main-line 
calls at Finsbury Park during London 
air raid alerts 


make connections at Finsbury Park with tube, bus, and 
suburban trains to various parts of London. The poster 
also shows certain up expresses which now call regularly at 
Finsbury Park station. 

A similar arrangement is in force on the Great Western 
main line at Ealing Broadway, whereby up evening expresses 
are stopped there in such conditions as air raids, or in other 
exceptional circumstances which would tend to delay arrivals 
into Paddington. Ealing Broadway, like Finsbury Park, 
is an excellent point of interchange between main line and 
underground as well as bus routes. The L.M.S.R. and the 
Southern Railway now regularly stop their main-line expresses 
further out, at Watford and Woking respectively, which are 
useful interchange points of a ditferent kind, and enable 
passengers for suburban destinations to change to the electric 
services of the respective companies. 

‘* Nominated Loading ’’ of Goods Train Traffic 

As was recorded in THE Raitway Gazette of June 13, at 
page 662, the British railways have decided to extend the 
system of ‘‘ nominated loadings’—the arrangement of 





servicemen in Western Australia 


regular services of through wagons to certain destinations on 
specified days of the week—in order to speed up the transport 
of small consignments of goods train traffic which cannot be 
forwarded in through wagonloads. A poster is reproduced 
herewith showing the announcement made by the railways 


"NOMINATED LOADING’ 
GOODS TRAIN TRAFFIC 


To speed up the transport of small consignments of 
goods train traffic which cannot be forwarded in 
through wagon loads, the Railways have decided to 
extend the system of “nominated loading”— that is, 
the arrangement of regular services of through wagons 
to certain destinations on specified days of the week. 
This system operated in the last war with beneficial 
results and the Railways feel that any measures which 
can be adopted to improve transit will be generally 
welcomed. 


As from lé6th Jurie, 1941, consignments of miscellaneous 
general merchandise of less than one ton will only be 
accepted on specified days of the week, or by the 
route of one Railway, for conveyance to certain 
destinations or areas. The Railways will advise Traders 
of the destinations and the days of the week upon 
which such traffic will be accepted and the name of the 
Railway to whom the goods must be tendered; in no 
case will the nominated days for despatch be less than 
two per week. Traffic between important towns will 
not be affected. 





Full details of the revised loading at 
will be supplied by Goods Agents or 


BY ORDER OF THE 
RAILWAY EXECUTIVE COMMITTEE. 


r BRITISH RAILWAYS | 


R.E.C. poster announcement of the extended 
system of ‘* nominated loading’’ which 
came into force on Monday 


which became effective on June 16. A letter to the Editor 
of THE RatLway GAZETTE on the subject of compulsory 
nominated loading appears at page 673. The writer urges 
that, in its place, the allocation of traffic system which was 
operated in the last war might be reintroduced, and that it 
would be simpler to work. 


Tour Exhibition of Railway Photographs 

As was briefly recorded at page 665 of THE RAILWAY 
GAZETTE of June 13 a special railway exhibition coach con- 
taining 104 photographs illustrating the activities and 
problems of the railways in wartime began a tour of the 
country on June 9. The photographs were originally on show 
at Charing Cross Underground station last year at the exhibi- 
tion organised by the G.W.R., L.M.S.R., L.N.E.R., the 
Southern Railway, and the London Passenger Transport 
Board, and aroused so much public interest that it was 
decided to send the display on tour in aid of fighting services’ 
charities. To the photographs then exhibited have been added 
a number of recent railway pictures for the purposes of the 
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present tour. No fewer than 28 stations are included in the 
itinerary, and it has therefore been possible to arrange a stay 
of only three days at each place. The exhibition coach, which 
has been formed from a Southern Railway luggage van, the 
interior of which has been transformed into a well-decorated 
and ingeniously illuminated picture gallery, was at Liverpool 
Street station (L.N.E.R.) from June 9-11, and its next exhibi- 
tion at a London terminus was at Euston (I..M.S.R.) where it 
stayed on June 16-18. The coach will be at Paddington 
(G.W.R.) on June 23-25 and at Victoria (S.R.) on June 30- 
July 2. The coach is open to the public between 11 a.m. and 
8 p.m. and no charge for admission is being made, but visitors 
who wish to have a souvenir of the exhibition may obtain a 
special photographic booklet which has been prepared by the 
railway companies and is on sale price 6d. This booklet was 
the subject of a short review in THE Rattway GAZETTE last 
week and is obtainable in the exhibition coach or at bookstalls 
on the stations visited. The whole of the proceeds from the 
sale are to be devoted to various benevolent funds of the 
fighting services. 

Among the photographs on view are some relating to the 
steps taken by the railways to ensure preparedness against 
enemy attack in various forms ; bomb damage and its speedy 
repair; increasing use of women employees in the railway 
industry ; the evacuation of school children, invalids and so 
forth; the return of the British Expeditionary Force from 
Dunkerque; the use of London tube stations as air raid 
shelters and problems presented to the railways by the heavy 
snowfall in this country in the first two winters of the war. 


Wartime Newspaper Production and Transport 


Probably the most complicated problem with which news- 
paper proprietors have had to deal, in running newspapers 
under war conditions, is the provision of newsprint. Early in 


1940 the Newsprint Supply Company, representing the whole 
of the press of the country using this form of raw material, 
was formed with the object of pooling all available supplies 
of newsprint for the benefit of the newspapers of the country 


as a whole. In his address on June 10 to the shareholders of 
Associated Newspapers Limited (the proprietary company of 
The Daily Mail, The Eventing News of London, and the Sunday 
Dispatch), Lord Rothermere said that no advantage was 
sought by newspapers like their own which found themselves 
in a fortunate position either in regard to stocks of newsprint 
or contracts with Canadian and Newfoundland suppliers. By 
working together through the Newsprint Supply Company it 
had been possible to allocate and distribute the available 
newsprint to all newspapers on a fair and equitable basis, and 
at the same price. Lord Rothermere recorded with great 
satisfaction and appreciation the magnificent way in which 
the newspapers of the country had worked together during the 
war. 

Some indication of the close co-operation between rivals in 
the precious hours after an air raid, when newspaper offices 
had been wrecked, was given at page 581 of our May 23 issue, 
and we then pointed out that emergency publication arrange- 
ments involved transport problems successfully solved by rail 
and road in ways not likely to be made known in detail while 
the war is still in progress. Similarly, transport co-operation 
is an essential feature of the handling of the newsprint situa- 
tion, involving widespread dispersal of stocks and rapid 
delivery of both normal and emergency stocks to printing 
plants sometimes in customary locations and sometimes far 
removed from the latest scene of enemy activity. 


Deep Shelter in London Tubes 


In the fourteenth report of the Select Committee on National 
Expenditure which has been published by the Stationery 
Office (price 9d.), the Sub-Committee on Home Defence 
Services, dealing with civil defence refers to the deep shelter 
provided by the London tubes. It recalls the statement by 
Mr. Morrison, the Minister of Home Security, on November 3, 
1940, in which he outlined the Government’s policy on the 
subject of deep shelter and the extension of the deep shelter 
provided by the tubes in London by tunnelling. Reference 
to the progress being made with shelter tunnels at tube 
stations was made in THE Raitway Gazette of April 4. In 
London, the report states, plans are in progress for the provi- 
ion of shelter for roughly 90,000 additional people, and 
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18 out of 20 shafts hav: been begun. It is hoped that the 
programme will be completed by next winter. In making 
these plans, the Ministry of Home Security has had the 
advantage of the advice of the London Passenger Transport 
Board. The cost of the work, which is estimated at about 
£14 million, will be borne by the Exchequer, like that of other 
public shelter. The extensions, however, have been con- 
structed with a view to their use after the war as train routes, 
No formal agreement exists with the London Passenger 
Transport Board as to payment for extensions which may be 
so used, and no obligation lies upon the board to buy them 
at all. It will be seen, the report points out, that this form 
of shelter is very expensive, as it amounts to £15 a head, as 
compared with a normal figure of {4 a head for public shelter. 
The question of the future use of such tunnels is, therefore, 
of great importance, but it is highly speculative. It is 
impossible to forecast with any degree of confidence what 
and where under post-war conditions the demand for new 
tube railways will be, and whether financial resources will be 
available to build them. Other objections to this form of 
shelter are that, in order to provide for a relatively small 
number, it makes an enormous demand on labour, equipment, 
and materials at a time when they can ill be spared from 
more urgent tasks. Moreover, though the degree of protection 
given by this form of shelter is high, it offends against the 
principle of dispersal, has serious objections from the point 
of view of health, and is liable to conflict with the duty of 
fire watching. The sub-committee, therefore, recommends 
that no further shelters of this kind shall be provided beyond 
those already authorised, and that the use of those authorised 
shall be restricted to persons with special claims, such as 
mothers and children, the aged, and persons who are working 
long hours on work of high national importance. 


Air Services for Prisoner-of-War Correspondence 

The British Postmaster General announced on June 7 that 
agreement had been reached with the German authorities, 
through the good offices of the United States Government, 
for the reciprocal use of the air services between Lisbon and 
Germany, and between Lisbon and the United Kingdom, for 
the conveyance of correspondence to and from prisoners of 
war and interned civilians. Under the new arrangements 
letters and postcards posted in the United Kingdom fo 
British prisoners of war and interned civilians in German 
hands, and prepaid for transmission by air (5d. for letters 
and 24d. for postcards) are conveyed from Lisbon to Germany 
by air, as well as from this country to Lisbon; letters and 
postcards which are not prepaid for air transmission will also 
normally be conveyed from Lisbon to Germany by air. In 
the reverse direction, all letters and postcards from British 
prisoners in German hands will be conveyed from Germany 
to the United Kingdom throughout by air without charge. 
In return, letters to and from German prisoners in the United 
Kingdom will be accorded air transmission between Lisbon 
and this country. It is hoped that further improvement of 
the prisoner-of-war service beyond that recently achieved will 
soon result from the new arrangements. The possibility of 
establishing similar arrangements for British prisoners of war 
in Italian hands is being considered. Meanwhile, letters to 
and from these prisoners are conveyed by air between Lisbon 
and the United Kingdom, subject (in the outward direction) 
to payment of the air mail fee. 


Transport Dislocation in the Balkans 

Since the conclusion of the German campaign in Greece 
there has been further widespread transport dislocation in 
the Balkans as a result of the redistribution of the German 
Forces, largely, it is stated, along the Russian frontier. The 
removal of German troops northwards to Roumania is said 
to have taken many railway vehicles out of Bulgaria, and 
the Bulgarian railway authorities are vainly seeking their 
return. The Germans blame the Roumanian State Railways, 
and vice versa. In consequence, Bulgarian train services have 
been curtailed drastically, and the few trains still running are 
overcrowded. 

A new batch of reports of train-service reductions in 
Roumania began to be issued on June 2, when the Swiss 
radio said that several passenger trains on services between 
Bucharest and Moldavia, and towards the Black Sea, had 
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been cancelled. Moldavia is the eastern province of Roumania, 
along the Soviet frontier. Drastic cuts in passenger services, 
chiefly in the same area, came into force on Sunday, June 8. 
On that day 163 passenger trains were cancelled (not all of 
them daily), including 6 expresses, 12 fast trains, 26 main-line 
slow trains, and 25 railcars. The details are collated from 
Ankara radio reports and a statement in the Neue Ziircher 
Zeitung. The official reason given was the need for using 
the railways for “ traffic of primary economic importance,” 
but a subsequent statement in Bucharest said that ‘‘ according 
to the agreement with Germany, special trains and goods 
transport must be run.” It was reported on June 16 that 
special permission from the police must be obtained by any- 
one wishing to travel by train in Roumania. ; 
On June 10, the first anniversary of Italy into the war, 
Mussolini announced in a speech to the Fascist Chamber in 
Rome that “ by Hitler’s gracious permission ”’ Italian troops 
to undertake the occupation of Greece. Doubtless this 
course has been taken in order to release the German troops 
for other activities. It was reported in Ankara on June 10 
that Germany is concentrating large forces in Moldavia as 
part of a plan to force Russia to permit the passage of German 
troops to the Near East. 


Rumanian Trade Pact with Germany 

Rumania is to import from Germany railway material and 
motor vehicles to a value of 400,000,000 lei under a new 
Germano-Rumanian agreement signed on June 11, accord- 
ing to a report from Bucharest, quoted by Reuters. 

The Campaign in Syria 

For some weeks after the capitulation of France, British 
subjects were still permitted to pass through Syria in transit, 
but on August 10, 1940, Syria closed her frontiers to British 
and Allied subjects of military age, and since then Syrian 
territory, being under the control of the Vichy Government, 
has proved an obstacle to free transit in the Near East. When 
in August last the French Consulates were instructed by Vichy 
to refuse visas to all Ail‘ed combatant subjects of military 
age, the authorities in Syria also refused to grant exit permits 
to any such persons already in Syria. These steps resulted 

eliminating Syria as a transit route between Turkey and 
Palestine for large numbers of persons, and also excluded 
British subjects from the Taurus Express between Istanbul 
and Baghdad as this passed twice through parts of Syria. 
rhe frontier between Syria and Palestine remained for a long 
time strictly closed from the Syrian side, but was reopened 
on August 27 of last year for through traffic to Turkey, 
although British subjects using the route were in danger of 
arrest. 

When hostilities broke out on May 2 between the British 
Imperial Forces and the Iraqis, Turkey was immediately 
affected in the temporary loss of the railway link from Turkish 
territory to Baghdad and Basra, which, since the war spread 
to the Eastern Mediterranean, has been the most important 
route for Turkish trade with the outside world. Then the 
frontier between Iraq and Syria was closed on May 7, but it 
was understood that the frontier between Syria and Turkey 
remained open, although travellers from Syria to Iraq were 
not permitted to cross Turkish territory. 

For many weeks past the relationships between the British 
authorities and those in Syria have deteriorated consistently, 
as Syria appears to have acquiesced in German military 
transport (at any rate by air) through Syria to Iraq. In 
addition to the virtual elimination of the Syrian railways 
from through traffic routes, it appears also that Palestine 
has been isolated from Trans-Jordan by railway, due to the 
fact that the line from Haifa to Trans-Jordan (of 3 ft. 5} in. 
gauge) traverses Syrian soil between El] Hamme and Nessib 
(via the important junction of Deraa). The Board of Trade 
and the Ministry of Economic Warfare announced on May 27 
that Syria and the Lebanon were to be regarded as enemy- 
occupied territory for the purpose of the Trading with the 
Enemy Act and of economic warfare. Accordingly it became 
a punishable offence to have commercial, financial, or other 
intercourse or dealings with or for the benefit of any person 
in that territory. As from May 27, moreover, Syria and the 
Lebanon were regarded as an enemy destination for contra- 
band purposes and all foods originating or owned in that 
territory became liable to seizure. 
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German troops continued to filter into Syria and, in response 
to British protests, Vichy announced on June 3 that Syria 
would be defended without German help. On June 4 British 
troops, including airborne units, occupied Mosul to ensure 
the safety of Iraq oilfields, and thus also secured effective 
control of the standard-gauge railway running from Baghdad 
northward to the Syrian frontier at Tel-Kotchek. Germany 
was reported on June 5 to have taken over three important 
Syrian airports, and in the early hours of June 7 British and 
Free French Forces began a four-point advance into Syria ; 
three of the advances were from Palestine and Trans- Jordan 
northward in the directions of Beirut and Damascus, and the 
fourth was from Iraq along the Euphrates Valley. 

The Exodus from Alexandria 

Egypt has had experience of large-scale evacuation recently 
in consequence of the bombing of Alexandria. There was a 
heavy German air raid on the night of June 4-5, in which 
more than 150 persons were killed, and another mass raid 
three nights later resulted in a further 400 deaths. As a 
result, tens of thousands of persons left the city. Special 
trains for evacuees were run without charge, and other civi- 
lians streamed out in motor cars, lorries, and goat carts, and 
on bicycles. It is estimated that about 40,000 persons left 
by train on Sunday, June 8; trains which left Alexandria 
almost continuously were heavily laden, and passengers are 
said to have ridden on the carriage roofs. All entrances to 
the main station were closed, and picketed by soldiers, and 
gates were opened only at specified times. Probably this 
course was adopted not only to control the crowds, but also 
to avoid a dangerous concentration in the station, which 
might have formed a target for further raiders. Special 
provision was made at Cairo station for the reception of 
evacuees, many of them destitute. Food was distributed at 
the station and many of the refugees were then dispersed 
throughout Upper Egypt. Large numbers of poor persons 
left Alexandria by tram for Ramleh. 


The Trans-Saharan Railway 

What would appear to be confirmation of the American 
reports that the recent decision of the Vichy Government to 
proceed with building the Trans-Saharan Railway was taken 
at the instigation of Germany, is provided by a photograph 
that has reached this country. This purports to show native 
road construction gangs working on the railway for German 
contractors, who are said to be building part of the line 
across the desert to Dakar. 

Cheap Fares in Western Australia for the Forces 

The"question of reduced rail fares for members of the 
fighting forces has been engaging the attention of the Govern- 
ment for some time, and the following scheme has now been 
approved :— 

(a) Travel within the Metropolitan-Suburban Avea.—F lat maximum 
return fare of 9d. first class, and 6d. second class applicable to all 
ranks in uniform. The tickets are available for travel between 
any two suburban stations on the day of issue only, except that 
tickets issued on Fridays, Saturdays or Sundays are available for 
return up to midnight on the following Monday. 

(b) Special Fares from Country Camps to Metropolitan Area.— 
Return fares as under are available to all ranks in uniform :— 


From camps up to 100 miles from Perth .. he 5s. 
ve up to 125 en nu << Se 
over 125 a “es <. t/a 


” 
Under this scale, fares from stations nearest existing camps to any 
station in the metropolitan area are: from Harvey and Northam 
5s., from Bunbury and Cunderdin 6s., and from Narrogin 7s. 6d. = 

(c) Home Leave Concession Faves.—A flat maximum fare of 5s. 
return from the railway station nearest his camp to the station 
nearest the soldier’s home town. This concession is available only 
to officers, men, and nurses who have enlisted for overseas service 
and is granted once only in each fortnight. Travel will be on a 
combined leave and rail pass which is issued at the airport, naval 
depot, or camp concerned. ” ; 

(d) Country Fare Concession.—To those who are not entitled to 
the “home leave” concession (including those who may have 
availed themselves of it during the fortnight) return tickets are 
issued at two-thirds of the single fare, with a minimum of 5s. 


The granting of these concessions represents a very sub- 
stantial contribution by the State to the travelling expenses 
of members of the fighting forces. 





Notes and News 


Compagnia Italiana Turismo 
(C.1.T. England) Limited.—tThe first 
meetings of creditors and contributories 
of this company, which has been wound 
up under order of the High Court, were 
held at 33, Carey Street, Lincoln’s Inn, 
W.C.2, on June 13. 


Entre Rios Railways Co., Ltd.—At 
meetings held on June 9 of holders of 
the 4 per cent. debenture stock, 5 per 
cent. debentures, and 5 per cent. con- 
solidated debenture stock the proposals 
for the extension of the debenture 
interest moratorium were approved. 


Agreed Charges.—Forty-eight ap- 
plications for the approval of agreed 
charges under the provisions of Section 
37 of the Road & Rail Traffic Act, 1933, 
have been lodged with the Railway 
Rates Tribunal. Notice of objection to 
—_ application must be lodged on or 
before July 4. 


G.W.R. Steamer Sunk.—On June 
13, the cross-channel steamer S?¢. Patrick 
was dive-bombed and sunk by enemy 
aircraft towards the end of its trip from 
Rosslare to Fishguard. The 
numbered 45, and there were 44 passen- 
gers: there were 66 survivors. The 
St. Patrick was owned by the Fishguard 
& Rosslare Railways & Harbours Com- 
pany, and the G.W.R. managers, 
and maintains that portion of the under- 
taking on the English side and the 
steamer services. The St. Patrick was 
bombed twice in two days in the Irish 
Sea in August last. 


crew 


works, 


Dunlop Rubber Co. Ltd.—Sir J. 
George Beharrell, presiding at the 42nd 
ordinary general meeting said it was 
very satisfactory that in present ¢ ircum- 
stances the company had been able to 
more than maintain in 1940 the good 
trading results of 1939. Export 
business actually showed a substantial 
advance in earnings on the previous 
year. ~The associated manufacturing 
companies in British overseas territories 
also showed satisfactory results, though 
the profits in South Africa were less 
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than in the preceding year. The com- 
pany had not permitted the war to 
restrict its research and_ technical 
developments. On the contary, its 
technical staffs had actively co- operated 
with the services, and when peace 
returned the company would secure 
considerable advantage from the 
experience gained, 

Rohilkund & Kumaon Railway 
Co. Ltd.—The ordinary stock transfer 
books will be closed from July 5 to 
July 19, 1941 (both days inclusive), for 
the purpose of preparing the dividend 
warrants for the six months ended 
March 31, 1941, payable to stockholders 
on the register at the time of closing the 
books. 

Mileage of ‘‘ Verein’? Members in 
1941.—The Verein Mitteleuropaischer 
Eisenbahn Verwaltungen (Association of 
Central European Railway Manage- 
ments) had 123 members by the end of 
1940, three more than at the beginning 
of that year, and the mileage operated 
by the members increased by 5,000 
(8,000 km.) during the year to 73,000 
(117,000 km.). For the first time since 
the last war, these figures are higher 
than the 1914 figures, when the associa- 
tion had the title Verein Deutscher 
Eisenbahn Verwaltungen (German Rail- 
wav Managements Association), but 
included a number of railways in neigh- 
bouring countries. Most of the increase 
during 1940 is accounted for by 3,650 
miles (5,840 km.) of the Bohemia & 
Moravia Railways, and the remainder 
comprises railways in annexed _ terri- 
tories, and some new lines, mainly in 
Scandinavia. 


Road Collision in Black-Out. 
The Court of Appeal, on June 11, by a 
majority allowed the appeal by the 
Newcastle-on-Tyne City Council against 
a County Court decision awarding Mr. 
Harold Fox damages for injuries to 
himself and his motor cycle caused by a 
collision during a black-out with an 
air-raid shelter erected by the Council. 
The County Court Judge was of opinion 
that the Council had been negligent in 
failing to light or to indicate by painting 
the presence of the shelter. Lords 
Justices MacKinnon and Luxmoore con- 
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| 1940 


Belfast & C.D. pass. 
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No returns to hand 


June 20, 1941 


sidered that the result of recent cases 
was that there was no obligation on the 
Council by statute or common law to 
light or paint the shelter, which had 
been erected under statutory authority, 
Lord Justice Du Parcq, in a dissenting 
judgment, thought that if a building 
was erected in such conditions that the 
persons erecting it knew it would not be 
safe until made visible by painting or 
otherwise, a judge was entitled to find 
them guilty of negligence if such pro- 
tection was omitted. Leave was given 
to appeal to the House of Lords. 








British and Irish Railway 
Stocks and Shares 


Prices 


Stocks Sune 


12, 
1941 


G.W.R. 

Cons. Ord. ... ‘ 
5% Con. Pref. - 
5%, Red. Pref. (1950) 
4%, Deb. a 
44%, Deb. 

44% Deb. 

5% » Deb. 

24% Deb. _... 

5% A Rt. Charge 

5% Cons. Guar. 


L.M.S.R. 


, Pref’ (1923) oan 
40 Pref’ ee 
5% Red’ Pref. (1955) 
4% Deb. a3 
5% Red. Deb. (1982) 
4% Guar... ‘a 


L.N.E.R. 
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o" Ord. aise 
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4% First Guar. ”. 
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3% Deb. . 
4% Deb. ; 
5% Red. Deb. (1947) 
44°% Sinking Fund 
Red. Deb. 


SOUTHERN 
Pref.Ord. ... 
Def. Ord. ‘ 
5% Pref. = 
5% Red. Pref. (1964) 
5% Guar. Pref. be 
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5% Deb. sai on 
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) 
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4% Perp. Deb. 
3% Perp. Deb. 
3% Perp. Pref. 


IRELAND 
BELFAST & C.D. 
Ord. oa 


Great Southern pass. | 34,454 
(2,076 miles) — — goods | 49,488 
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London & North Eastern Railway Company 


NOTICE is hereby given that the Directors have 
- fixed 1st July at the close of business as the 
Jalances of the Company’s 
Interim 


date for striking the 
Guaranteed, Preference and Ordinary Stocks. 
Dividends declared for the half-year ending 30th June, 
1941, will be payable only to the Stockholders whose 
names are registered in the books of the Company on 
the date so fixed. 

Deeds of Transfer should, therefore, be lodged with 
the Registrar of the Company at Hamilton Buildings, 
Liverpool Street Station, London, E.C.2, before 5.0 p.m. 
on Ist July 

By Order, 
Pp, J. DOWSETT, 
secretary. 
Marylebone Station, 
London, N.W.1. 
20th June, 1941. 
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OFFICIAL NOTICES 


GTORE KEEPER required by the Nigerian Govern 
ment Railway for two tours of 12-24 months 
with possible permanency. Salary £400 a year 
rising to £720a year. Free passages and quarters. 
Candidates, age 27-40, should have a working know- 
ledge of railway storekeeping and have been asso 
ciated with Mechanical and Civil Engineering stores, 
including permanent way material. A knowledge of 
scrap reclamation would be an advantage. Write, 
stating age and full particulars of qualifications and 
experience to the Crown Agents for the Colonies, 4, 

Millbank, London, S.W.1, quoting M/9685. 


FFICIAL ADVERTISEMENTS intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Friday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West 
minster, London, S.W.1. 








Universal Directory of Railway Officials 
and Railway Year Book 


46th Annual Edition, 1940-41 


This unique publication gives the names of all 
the principal railway officers throughout the world 
together with essential particulars of the systems 
with which they are connected. Much general and 
statistical information about railways is also concisely 
presented. 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD 


33, Tothill Street, Westminster, S.W.1 








Questions in Parliament 


Unsheeted Railway Wagons 

Mr. C. T. Culverwell (Bristol West— 
C.), on June 10, asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port, on whom he proposed to place the 
onus of making good the damage to any 
goods as a result of being dispatched in 
unsheeted railway wagons. 

Colonel Llewellyn, in a written reply, 
stated : Owing to the shortage of sheets 
which then existed, a direction was 
issued in August last requiring the 
conveyance of from the ports 
unsheeted, where necessary to ensure 
prompt clearance, and_ prohibiting 
double-sheeting. At the same time the 
railways were relieved by Order from 
liability for damage due to obedience 
to the direction. Any question of 
liability arising is a matter for determin- 
ation by the Courts. The position has 
now so far improved that the prohibition 
of double-sheeting is being suspended. 


- : 
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Parliamentary Notes 
Progress of Railway Bills 

The London Midland & Scottish 
Railway Bill was read a Third time and 
passed in the House of Commons on 
June 10. 

The London Midland & Scottish 
Railway Bill was read a First time in 
the House of Lords on June 11 and 
referred to the Examiners. 

The Great Western Railway (Vari- 
ations of Directors’ Qualifications) Bill 
received the Royal Assent on June 12. 








Railway and Other Reports 


Canadian Pacific Railway Com- 
pany.—A dividend of 2 per cent. on 
the preference stock for the year 1941 
has been declared, payable on August 1, 
1941. 

La Guaira & Caracas Railway Co. 
Ltd.—A payment of 2} per cent. is 
being made on the 5 per cent. deben- 
tures for the half-year to March 1, 1936, 
plus interest on arrears at the rate of 
5 per cent. per annum to August 13, 
1939, making a total of £2 18s. 9d. per 
cent. 


Baltimore & Ohio Railroad Com- 
pany.—The annual report for the 
year 1940 discloses that gross operating 
revenues were the largest of any year 





since 1930, and that the total income 
available for fixed charges was equal 
to the year’s interest on all outstanding 
obligations and a surplus for the year 
of $5,549,497, against a deficit of 
$1,622,207. Railway operating re- 
venues amounted to $179,175,464, an 
increase of $18,145,212, or 11-27 per 
cent. Railway operating expenses 
($132,600,799) showed an increase of 
$12,699,724, or 10-59 per cent., and 
the net railway operating income of 
$30,618,531 was $5,093,431 higher than 
that for 1939. 

Atchison, Topeka & Santa Fe Rail- 
way Company.—Net income in 1940, 
after interest and other charges, 
amounted to $12,745,371, compared 
with a net income of $8,490,832 in 
1939. Railway operating revenues 
were $170,003,639, an improvement of 
$9,963,973, and total operating ex- 


penses advanced by $4,321,932 to 
$129,656,637. Net railway operating 
income reached $24,017,625, an im- 
provement of $4,846,759, and _ total 
income was $4,334,871 higher, at 
$26,391,160. 


Wellington, Grey & Bruce Rail- 
way Company.—Estimated earnings 
for the half-year ending June 30, 1941, 
applicable to meet interest on the 7 per 
cent. bonds, will admit of the payment 
of £4 17s. 4d. on each £100 bond. This 
payment will be applied as follows: 
£1 16s. 1d. balance due for Coupon 
No. 119 due January 1, 1930, and 
£3 1s. 3d. on account of Coupon No. 120 
due July 1, 1930, and will be made on 
and after July 1 next at the offices of 
the Canadian National Railway Com- 
pany, 42-45, New Broad Street, E.C.2. 

Southdown Motor Services Limi- 
ted.—For the year ended March 31, 
1941, this company, which is controlled 
jointly by the Southern Railway Com- 
pany and Tilling & British Automobile 
Traction Limited, secured a_ gross 
revenue of £1,073,946 (£1,089,280). 
After deducting all items chargeable 
against revenue, including Roads Act 
duties, rates, and taxes {282,196 
(£132,652), and war damage insurance 
£12,563, there remains a profit of 
£83,903 (£124,611), to which must be 
added £53,501 brought forward, making 
a total of £137,404 (£148,501). It is 
proposed again to place {£20,000 to 
reserve, to repeat the dividend at 10 per 
cent., absorbing £75,000, and to carry 
forward £42,404. 





Contracts & Tenders 


Large orders are being placed by the 
Chilean State Railways Administration 
for locomotives and electrical equip- 
ment. The local firm of Wessel, Duval 
& Co. is to supply at a total cost of 
$922,255 United States currency, seven 
switching locomotives and six complete 
sets of equipment for converting local 
passenger to freight type locomotives. 
It is also to supply, under the same 
contract, 12 sets of voltage-balancing 
equipment, two motor generator sets for 
the Llai-Llai and Vina del Mar sub- 
stations, with accessories, and a com- 
plete electrical installation for the sub- 
tation to be erected at Los Andes. 
These purchases are being made through 
the Chilean Development Corporation, 
and are to be financed through the 
Export-Import Bank of Washington. 
The State Railways are authorised to 
charge the outlay through their annual 
budgets for the years 1941-44 inclusive. 
At the same time, the Public Works 
Department has contracted with a San- 
tiago firm for the construction, at a price 
of 232,675 pesos each, of two 40-seater 
railcars for the railways under construc- 
tion from Freire to Tolten and from 
Cucero to Puyehue. 

At the annual spring meeting of the 
Association of American Railroads, 
members accepted a recommendation 
made by officials for a net increase of 
270,000 freight wagons at an approxi- 
mate cost of $730,000,000 for the 
period October, 1941, to October, 1943. 
This would represent a net increase of 
16 per cent. in freight rolling stocks. 
The estimates were worked out jointly 
by the association’s experts and 
officials of the Offices of Production 
Management, and based on calculations 
of the needs of the defence programme 
and accelerated transport by rail. 


Due to an increase of 11 per cent. in 
the volume of freight traffic during the 
first three months of 1941, as compared 
with the first quarter of 1940, orders 
have been placed by the Illinois Cen- 
tral administration for 2,300 more new 
freight wagons, including 100 standard 
hopper wagons, 1,000 steel box wagons, 
200 refrigerator wagons, and _ 100 
covered hopper wagons. 

The London address of Tangyes 
Limited is now Granite House, 7th 
Floor, Cannon Street, E.C.4. Telephone: 
Mansion House 4577, Ext. 11. 




















































Under the lead of British funds, security 
values have shown improvement in most 
sections of the Stock Exchange, where 
sentiment was again assisted by favourable 
views of the latest war developments. 
Despite very little increase in business, 
quotations have been marked higher on 
moderate demand, many stocks having 
remained firmly held and in small supply 
owing to the absence of sellers. At the 
time of writing, home railway debentures 
and senior stocks have not reflected the 
trend to higher prices in gilt-edged and 
other leading investments, and in many 
directions, particularly in regard to some 
guaranteed stocks, yields have an attractive 
appearance. On the other hand, with few 
exceptions, better prices ruled for the 
junior issues, there being increasing hopes 
that the forthcoming interim dividends 
are likely to be maintained, and that a 
preliminary statement may be issued as to 
the broad principles on which revision of the 
financial agreement may be effected. It is 
recognised that, owing to the big increase 
in wages and other costs, a Government 
subsidy will apparently be necessary in 
respect of the current year in order to bring 
revenue up to the guaranteed minimum 
level. Moreover, although important ad- 
justments to the financial agreement seem 


inevitable, 


Railway Stock Market 


it continues to be assumed in 
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the City that, in fairness to stockholders, a 


guaranteed 


£40,000,000 per 
essential part of arrangements covering the 


war period. 


minimum 


net revenue of 


annum must remain an 


The market view is that the 


forthcoming interim dividends will have the 
effect of emphasising the substantial yields 
obtainable on railway securities. At the 


moment, 


demand appears to be centring 


mainly on stocks offering the highest yields, 


particularly L.N.E.R 


. first preference, and 


L.M.S.R. 1923 preference, reference to 


which was made 
Among 


last week. 
Great Western securities, the 


ordinary recovered strongly, and on balance 
has moved up from 32 to 34} at the time of 
it may be recalled, the 
dividend was 4 per cent., of which 1} per 


writing ; 


cent. 


was paid 


last year, 


as 


an interim. Great 


Western preference was fractionally lower 
as were the 
although the guaranteed stock remained 


at 99, 


at 125}. 
mainly 


given 


debentures at 1093, 


In Southern stocks, attention was 
to the 


junior issues; on 


balance the preferred improved from 50 to 
51, and the deferred from 9} to 93. South- 


ern preference 


93} and 1254 
debentures were 
second preference rallied from 12} to 13} 


and 


guaranteed kept at 
respectively, while the 
107. 


Whereas L.N.E.R. 
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(the yield still exceeds 14} per cent.) and 
the first preference from 38 to 39, the first 
and second guaranteed, at 83 and 70 resp; 
tively, were unchanged on balance. More 
over, L.N.E.R. 3 per cent. debentures at 7 73, 
and the 4 per cent. debentures at 98, failed 


to keep best prices 


recent deduction 
payments, most home 
were virtually unchanged. 
to 39} was shown in | 
ence, and from 
the 
senior preference 
934 the guaranteed 
ticipated in the 
Stock Exch: 


stock. On 


inge at 


of 


was 


but allowing for the 


the 


half-yearly interest 
railway 


debentures 


A rise from 38 


..M.S.R. 
12 to 12% 
other hand, 
again 
stock 
better 
time 


1923 prefe1 
in the ordinar 
this railway 
56, while 

has not ] 

tendency on the 
of writing 


4 


There was again a disposition to transfer 


from London 


stocks into 


from 30 to 


32, a large 
which had been 


Transport 
higher-yielding 
charges ; the “‘C 


having been absorbed. 


A better 


undertone 


railway securities ; 


shown in C 


line 
overhanging 


oA” 


ruled in 
fractional 
ntral Argentine 
other debentures. C 
reflected the excellent traffic 


and “3B 


railway prior 
’ stock further improy 
of the latter, 

the market 


Argentine 


gains were 
and various 
anadian Pacific issues 
position and 


the declaration of the interim payment on 


the preference stock. 








Traffic Table of Overseas and sects Railways inenaniettie Weekly Returns 


Miles Week 


Railways open 
. 1940-41; Ending 
{ Antofagasta (Chili) & Bolivia 834 8.6.41 
| Argentine North Eastern ... 753 7.6.41 
| Bolivar asm owe one 174 May 1941 
| Brazil ... ond - 
Buenos Ayres & Pacific "é 2,801 31.5.41 
| Buenos Aires Central = 190 18.1.41 
| Buenos AyresGreat Southern |) 5,082 31.5.41 
| Buenos Ayres Western cen 1,930 31.5.4] 
3 | Central Argentine ... «| 3,700 7.6.41 
= Do : 
6 Cent. Uruguay of M. Video 972 31.5.4] 
= | Costa Rica... si 188 Mar. 1941 
< 1 Dorada _ eee aot 70 May 1941 
Gj Entre Rios. 808 7.6.41 
<J Great Western ‘of Brazil po 1,016 7.6.41 
5 | International of Cl. Amer. ... 794 Mar. 1941 
| Interoceanic of Mexico _ 
% | La Guaira & Caracas.. ‘oie 223. May,194! 
S | Leopaldina ... me ...| 1,918 | 31.5.41 
3 | Mexican - ex 483 7.6 41 
“” | Midland of Uruguay ns 319 Apl. 1941 
| Nitrate , - io. 386 31.5.41 
| Paraguay Central or sail 274 7.6.41 
Peruvian Corporation ae 1,059 »May,!94I 
| Salvador ‘lke une on 100 5.4.41 
San Paulo ase mm axe 1534 1.6.41 
Taltal —_ wee 160 Apr. 1941 
United of Havana... «-| 1,346 7.6.41 
\ Uruguay Northern ... ae 73 Apl. 1941 
« (Canadian National ... —... | 23,633 7.6.41 
32. Canadian Northern mae 
c | Grand Trunk _ aon - 
U \ Canadian Pacific eee eee | 17,053 7.6.41 
| Assam Bengal... ude ~~ 1,329 _ 
|} BarsiLight ... ea 202 10.4.4] 
| Bengal & North Western -. 2,086 31.5.4] 
| Bengal Dooars & Extension 161 Sept. 1940 
3 | Bengal-Nagpur . 3,269 31.3.41 
si Bombay, Baroda & cl. "India. 2,986 31.5.4] 
| Madras & Southern Mahratta 2,939 = 10.4.41 
| Rohilkund & Kumaon ae 571 31.5.4] 
\ South Indian oa ae 2,500 31.3.41 
{ Beira ... ats wai 204 Mar. 1941 
| Egyptian Delta “ne an 610 31.3.4] 
‘ Kenya & Uganda aie aie 1,625 - 
2 | Manila ee - - 
2 < Midland of W. “Australia aaa 277 Feb. 1941 
| Nigerian al ee 1,900 31.3.41 
> | Rhodesia a is ae 2,442 Mar. 1941 
| Scuth Africa ... eee coe | Saar 10.5.4! 
 Vieteria aan ase sane 4,774 Feb. 1941 


Note. Yields are based on the approximate current prices and are within a fraction of 


Traffic for Week 


Total 
this year 


£ 

19,810 
ps. 200,500 

4,200 
ps.1,538,000 


$70,400 
ps.2,249,000 


Inc. or Dec. 
compared 
with 1940 


£ 
+ 6,760 
+ ps.2,300 
210 


+ ps.335,000 
— $20,200 
+ ps.259,000 


ps. 958,000 +ps.311,000 
ps. 1,683,150 +ps.251,900 
31,764 + 9,282 
18,817 — 3,304 
12,900 — 100 
ps. ” a — ps.!,100 
000 — 300 
$487, 887 — $103, 925 
5.235 — 1, - 
22,713 — 
ps. 323,900 +ps. 84,100 
11,861 — 851 
4,673 — 530 
$4,159,000 $403,000 
63,038 — 669 
17,624 — ¢14,401 
41,875 - 2,945 
2,310 775 
19,461 86 
1,009 239 
1,185,317 129,490 
821,600 4 247,600 
8,632* + 5,595 
270,525 — 37,232 
14,625 + 50 
266,175 4 11,055 
338,175 — 6,375 
206,475 + 16,779 
66,150 _ 3,960 
143,875 + 5,550 
73,158 
7,264 + 1,883 
13,85! + 1,637 
100,291 + 53,330 
465,823 - 
723,137 + 104,900 
870,883 — 1,583 


* Chaitre Fair. 


No. of Weeks 


Aggregate Traffic to Date 


Totals 


This Year Last Year 


£ £ 
407,330 433,540 
ps. 7,035,000 ps. 7,588,200 
19,132 20,659 


ps.68,963,000 ps. 66,894,000 

$2.477,400 $2,994,900 
ps. 107,073,000 ps. 112,634,000 
ps.37,888,000 ps. 37,793,000 
ps.80,550,750 ps. 86,287,200 


1, 1 18, 287 1,044,092 
136,720 158,217 
62,100 59,100 
ps.10.390,200 ps.11.703,200 
222,200 255,100 
$1,444,383 $1,762,134 
30,145 34,675 
513,268 474,780 

ps. 7,085,800 ps. 6,927,700 
119,846 107,251 
42,957 75,114 
$162,214,000 | $157,702,000 
709,504 750,190 
¢635,471 ¢808,077 
801,125 784,848 
27,450 26,220 
1,190,796 1,204,364 
11,317 11,242 


24,399,944 19,320,150 


17,090,400 ‘12,812,600 


8,632* 3,037 
544,425 595,649 
78,405 66,243 
8,989,306 8,266,447 
1,936,425 1,876,425 
206,475 189.696 
128°925 139,568 
4,605,988 4,134,430 
429,691 = 
245,951 214,172 
119,604 102,871 
2,494,207 2,108,686 
2,853,899 = 
4,137,719 3,761,611 


t Receipts are calculated @ Is. 6d. to the rupee 


Increase or 
Decrease 


£ 
= 26,210 
— ps.553,200 
i 1,518 


+ ps.2,069,000 
- $5 17,500 
— ps.5,561,000 
+ ps. 95,000 
— ps.5,736,450 


+ 74,195 
= 21,497 
+ 3,000 
—ps.l, 313,00 000 


- $317,751 
4,530 


+1tth i +l +++ 
> 
S 
© 
oa 


+ 5,079,794 
os 4 p.c. 


+ 4,277,800 


5,595 


+ | +4 
a 
~ 
~ 
~~ 


47\ 558 


+ 31,779 


16,733 
385,521 


376,108 


ae 


Shares 


or 
Stock 


Ord. Stk. 


6 p.c. Deb. 


Bonds 
Ord. Stk. 


Ord. Stk. 
Did. 
Ord. Stk. 
Stk 
1 Me. Db 


Ord. Stk. 
Ord. Sh. 


Ist Pref. 


Ord. Stk. 


Ord. Sh. 
Pr. Li.Stk 
Pref. 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


Perp. Dbs. 
4 p.c. Gr. 
Ord. Stk. 


Ord. Stk. 
Ord. Stk. 


” 
” 
” 
” 
” 


” 


Prf. Sh. 


B. Deb. 
Inc. Deb. 


ISMy 
é 


Argentine traffics are given in pesos 


Prices 
re) a 32 
40 —— mt ry 
Sa on FE ra) 
o~- S is~2 
ol 2 > = 
34 4 Nil 
I 2 Nil 
5 64 Nii 
5 5 Nil 
I 12 Nil 
3 34 Nil 
2 24+ Nil 
2 24 Nil 
q | Nil 
+ l5 Nil 
14 1S} 125 
974 98 6% 
+ I} Nil 
I/- #, Nil 
94. $. Nil 
4 i 
ra 3 Nil 
Ped 3 Nil 
14 2%) St 
36 30} 19+; 
I Nil 
23 25 8 
3 Nil 
4 2 Nil 
68 92 43 
9542 1014 3+ 
45 8H Nil 
71 100 3 
234 302 S% 
83% 1004 a 
99 110 Si 
97% 1044 7% 
238 293 5% 
83 974 44 
# 4 Nil 
444 “7H 





